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DECISION OF ARBITRATORS. 

Outline of Situation. 

The proposition embodied in the stipulation 
under which this Arbitration has been held is the 
, proposition which was approved October 19th, 
1912, at the regular meeting of the Eastern Asso- 
ciation of General Committees, Order of Eailway 
Conductors and Brotherhood of Eailroad Train- 
men, held at Eochester, N. Y., October 15-19, 1912, 
said proposition being embodied in a series of 
articles designated by the letters of the alphabet 
from A to Q, inclusive. 

At the opening of the arbitration, it was stated 
on behalf of the Order of Eailway Conductors and 
the Brotherhood of Eailroad Trainmen, that both 
of these organizations accept the open shop; that 
their members work side by side with conductors 
and trainmen who do not belong to the Brother- 
hoods, on the condition that these men work for 
the same rates of pay and upon the same condi- 
tions ; and that these Brotherhoods neither believe 
in nor practice the sympathetic strike. 

It was also stated that in the present arbitra- 
tion, the conductors and trainmen in the em- 
ploy of the Eastern Bailroads, but not affiliated 
with the organizations, were taken into con- < i*. 
sultation at every stage of the proceeding; that S — • 2 
a strike vote was taken of these independent g ^ eas ^ 
employes, precisely as of the members of the 'o O oo a | 

two organizations; and that the officers of the to« ^ S "I 
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organizations were given authority to speak on % 
behalf of the unorganized conductors and train- °- O 
men, as well as on behalf of the membership of the 
two organizations. Under these conditions, it 
must be assumed that the propositions submitted % 
to this Board' for arbitration represent the views 
of substantially all the conductors and trainmen 
in the employ of the railroads concerned. 

As this is the first arbitration under the New- 
lands Law affecting the Eailroads of an entire dis- 
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trict, it is important to relate the arbitration to 
the vital circumstances which determine its signifi- 
cance, and which must be understood if the finding 
is to be understood. The present is the third con- 
certed wage movement affecting the Railroads of 
the Eastern District which has gone to arbitra- 
tion within the last two years. The demands for 
an increase of pay on the part of the Locomotive 
Engineers were arbitrated in 1912; the demands 
of the Firemen were arbitrated early in the pres- 
ent year 1913. The Conductors and the Train- 
men, although enrolled in different organizations, 
unite in this movement, as they have united in 
similar movements in the past, because Trainmen, 
in the natural order of things, are promoted to be 
Conductors. As a matter of fact, practically all 
Conductors have served as Trainmen, meaning by 
Trainmen in this connection Flagmen or Brakemen. 

Cycles of Increase. 

It is evidently important, first of all, to consider < 
whether the demands submitted to arbitration in the 
present proceeding by the Conductors and Train- 
men begin a new cycle, so to speaJs, on the part of 
the railroad train employes for a further advance 
in wages; or whether the Conductors and Train- 
men in presenting these demands are closing an 
old cycle during which the Engineers in 1912, and 
the Firemen in 1913, received advances which the 
Conductors and Trainmen have not yet received. 
Exhibit No. 4 presented by the Eailroads gives in 
detail the facts bearing upon this proposition. 
These facts are summarized in an appendix to this 
Award designated as Appendix A. It is the ;pre- 
vailing opinion of the Board, based upon .these 
facts, that the present movement on the part of the 
Conductors and Trainmen is the close of an old 
cycle and not the beginning of a new one. 

Territorial Differentials. 

Movements like this on the part of the various 
organizations of railroad employes engaged in the 



movement of trains illustrate one phase of the wage 
problem with which the railroads are confronted. 
Such movements usually move in cycles; for 
if one Brotherhood obtains an advance the 
others have usually asked for a corresponding ad- 
vance. But this is only one phase of the wage prob- 
lem with which the railroads have to deal. By 
custom the railroads and the Brotherhoods have 
recognized that the railroads of the United States 
are divided into three wage zones, known respec- 
tively as the Eastern Territory, the Southern Ter- 
ritory, and the Western Territory. Without at- 
tempting to define these Districts technically, it is 
sufficiently accurate to say that the Eastern Terri- 
tory includes all the railroads east of Chicago as far 
as the Atlantic Ocean, which lie north of the Ohio 
and Potomac Rivers. The Southern or Southeast- 
ern Territory, as it is indifferently called, lies south 
of the Potomac and Ohio Rivers and east of the 
Mississippi. The Western Territory embraces all 
of the railroads west of Chicago and the Mississip- 
pi to the Pacific. The Canadian Pacific west of 
Fort William is included for wage purposes in the 
Western Territory. The wage scale in the Eastern 
Territory has always been less than the scale paid in 
Western Territory. Until 1910, the wage scale in 
the Southern Territory had always been less than 
the wage scale either in the Eastern or in the West- 
ern Territories. It has been for many years the ob- 
ject of the organizations engaged in this arbitration 
to obtain in the Eastern Territory the same scale of 
wages as prevails in the West. In other words, 
the wage problem of the railroads is affected in 
this case by the desire of the members of these 
Brotherhoods in the Eastern District, to receive 
pay in the different Districts on scales that are 
equalized between the Districts. As between Con- 
ductors and Trainmen a satisfactory differential 
has been reasonably well established within the 



organizations. In Passenger Service it is agreed 
by the men that a Brakeman should receive ap- 
proximately sixty per cent, of the wages of a Con- 
ductor; and in the Freight Service sixty-six and 
two-thirds per cent, has been definitely agreed 
upon in both organizations as the percentage 
of a Conductor's wages which a Brakeman 
should receive. When it comes to the differ- 
ent Districts, the Conductors and the Trainmen 
of the East are at one in urging that the 
rates of pay in both Districts should be stand- 
ardized upon the same terms. The Conductors and 
Trainmen of the West have not as yet explicitly 
committed themselves to the policy of standardiza- 
tion as between the East and the West within their 
own organizations (testimony, pages 1968-70, 1982- 
3, 2002). This Board believes that before a stand- 
ardization of pay for Conductors and Trainmen 
can be brought about between the East and the 
West, the organizations concerned should formally 
and officially commit themselves to the policy of 
standardization between East and West. In the 
absence of such an accepted policy, were this 
Board to place the pay of Conductors and Train- 
men in the East, as they are asked to do, on the 
Western basis, such an increase of the wage scale 
in the East might serve, in the prevailing opinion 
of the Board, to bring about a new movement in 
the West to secure the old differential as against 
the East. 

It is quite evident that wages fixed from time 
to time by processes such as have been outlined are 
very unstable; and they are apt to be inequitable 
most of the time, as between the different railroad 
territories. From the point of view of the railroads 
the result is even more unsatisfactory; because to 
the railroads it seems as if anything like a scien- 
tific basis for the payment of wages is unattainable 
in any such fashion. This Board ventures to 
suggest that each of these two organizations de- 



termine for itself whether it will or will not en- 
dorse the policy of a stand^-rd wage East and West. 
It is really due to the Kailroads, if they are to give 
a transportation service which is reasonably satis- 
factory to the public, that these elements of discord 
as between the Railroads and their employes should 
be eliminated. 

Independent Wag-e Inquiry Rec- 
ommended. 

In the meanwhile, some public authority au- 
thorized by the Congress should make an inde- 
pendent inquiry as to whether there is any longer 
any substantial reason for the maintenance of 
a wage differential between the West and the 
East based on territorial conditions. Such an in- 
quiry ought also to result in a recommendation,, 
if it is found that a differential ought to exist, as 
to what such differential should be. Those mak- 
ing the inquiry should be empowered to report 
upon existing wage scales in all territories, for 
the purpose of establishing, if possible, a scientific 
basis for the payment of Railroad employes who 
operate trains. This suggestion does not contem- 
plate that the body making such inquiry should 
attempt to fix wages; but only that it should 
make a study of the proper basis for the fixing 
of wages. Neither is it suggested for a moment 
th?Lt wages, when agreed upon by any process,, 
should become unchangeable. Circumstances 
change and wage scales must change with circum- 
stances like -everything else ; but this Board does 
believe that, by the 'process suggested, some of the 
artificial embarrassments to the fair and equitable 
adjustment of railroad wages may be removed. It 
is possible that the Commission on Industrial Bela- 
tions recently appointed by President Wilson may 
be competent to carry out the suggested inquiry. 
The Interstate Commerce Commisision has recent- 
ly organized a special force to consider the valua- 
tion of railroads. Possibly the Industrial Com- 
mission may see its way to organize a special force 
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to make the inquiry suggested by this Board as to 
standardization and wage scales between the East- 
ern and the Western Territories. Such a force, if 
organized, should be thoroughly representative of 
all Eailroad Territories in respect both of the 
Railroads and the Eailroad Brotherhoods. 

Eastern! and Southern Territories. 

With this explanation of the general situation, 
it remains to relate this proceeding to that which 
has gone before in the Eastern Territory itself 
and in the Southern Territory. So far as the 
Brotherhoods of Conductofrs and Trainmen are 
concerned the year 1910 marks a new, epoch in 
the East and South. Up to that ^ate these organi- 
zations had dealt with each Eailroad individu- 
ally; but in that year collective movements were 
undertaken both in the Eastern Territory and in 
the Southern. In March, 1910, a collective move- 
ment was begun by the Conductors and Trainmen 
of the Eastern Territory for the standardization 
of pay and conditions throughout that territory. 
Clark-Morrissey Aivard. 

The movement began by the presentation of a 
joint demand by the Conductors and the Train- 
men to the Baltimore and Ohio Railroad for the 
rates of pay then prevailing in the Western Tei> 
ritory. This demand became the subject of media- 
tion under the Erdman Act, and the existing rates 
of pay now prevailing in the Eastern District, 
with some modifications, were established by 
agreement in that proceeding. This agreement 
of 1910 with the Baltimore and Ohio Railroad 
gave to both Conductors and Trainmen substantial 
increases of pay, but it did not give to them the 
full western going rate then prevailing (testi- 
mony, pages 523', 524). Following this agree- 
ment with the Baltimore and Ohio Eailroad the 
Conductors and Trainmen obtained substantially 
the same rates and conditions on most of the 
other Eailroads of the Eastern Territory. This 
was accomplished by agreement in some cases, and 



in others as the result of what is called the Clark- 
Morrissey Award in the case of the New York 
Central Railroad. This latter Railroad offered to 
submit all the questions at issue between them- 
selves and their men to a Board of Arbitrators 
consisting of Mr. E. E. Clark, a former President 
of the Order of Railway Conductors, and of Mr. 
P. H. Morrissey, a former President of the 
Brotherhood of Railroad Trainmen. The Clark- 
Morrissey Award extended the Baltimore and 
Ohio rates, with certain exceptions, to the New 
York Central Railroad, and established In the 
main the same rules affecting pay as were agreed 
to in tfie Baltimore and Ohio proceeding. Sub- 
stantially all of the Railroads in the Eastern Ter- 
ritory which had not already reached agreements 
with the Conductors and Trainmen accepted the 
Award in the New York Central case. The large 
result of this proceeding, therefore, was a very 
great step towards standardization both in rates 
of pay and in rules of service, affecting pay through- 
out the Eastern Territory. 

Among the rules of service thus agreed upon 
were these: (1) that, in the Passenger Service, 
pay should be based on a day's run of 155 miles; 
(2) in Freight Service on a run of 100 miles; (3) 
that consecutive time should be paid for, begin- 
ning from the time when the man reports for 
duty; (4) that overtime should be paid for at 
hourly rates and by the minute. With inconsid- 
erable exceptions these rules now prevail on all 
of the 41 roads embraced in this Arbitration. Fol- 
lowing the settlement with the Railroads of the 
Eastern Territory, the Conductors and Trainmen 
began a collective movement in the Southern Ter- 
ritory. This movement also began in 1910. When 
concluded, the railroads in the Southern Territory 
hM agreed to all ot the foregoing rules, and to 
that extent standardization of rules affecting pay 
now prevails between the East and the South. As 
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a result of another collective movement in the 
South, in 1912, the rates of pay for Conductors 
and Trainmen were fixed for the first time at a 
point higher than those now prevailing in the 
Eastern Territory, but lower than those now pre- 
vailing in the Western Territory. Somfe of the 
Kules affecting pay established for the South are 
more favorable than the corresponding Eules to 
be found in either the Eastern Territory or the 
Western. 

Existing* Differentials. 

Since the collective movement of 1910 carried 
on by the Conductors and Trainmen in the East, 
the railroads of the Western Territory have 
granted a ten per cent, advance to all of their em- 
ployes in train service (testimony, pages 523-566, 
1994). As a result of this advance the Board is 
informed that the Engineers in the Western 
Territory enjoy a wage scale that is 5.3 per cent, 
in excess of the engineers' wage scale in the 
Eastern Territory as determined by the Arbitra- 
tion of 1912 ; the Firemen in the West, a wage scale 
that is 7.3 per cent, higher than the firemen's wage 
scale in the East, as determined by the Arbitration 
of 1913 ; the Conductors in the West, a wage scale 
that is 16.1 per cent, higher than the Conductors 
receive in the East, as determined by the adjust- 
ments of 1910; and the Brakemen in the West, a 
wage scale that is 7.1 per cent, higher than the 
brakemen's wage scale in the East, as deter- 
mined by the adjustments of 1910. The 
differential in favor of the Western Brake- 
men would be much larger, except for the 
fact that the wage scale of Yard Brakemen in the 
Eastern Territory in the first class yards is with- 
in 2y2 per cent, of the wage scale of Yard Brake- 
men in the Western Territory. Inasmuch as the 
Yard Brakemen constitute 32 per cent, of the total 
number of Brakemen, the effect of this small dif- 
ferential in Yard Service is palpable. The same 
situation exists with reference to Conductors in 
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Yard Service. It is, therefore, apparent that the 
existing spread between the East and the West 
as it affects Conductors outside of the Yard Ser- 
vice is very large. 

Increases Requested. 

This is an outline of the situation existing in 
the various railroad territories at the time when 
this Arbitration began. This Arbitration affects 
about 20,000 conductors and 80,000 trainmen in the 
service of 41 different railroads in the Eastern Ter- 
ritory, whose operating expenses (Eailroad Ex- 
hibit 20) amounted in 1912 to |748,892,071, and 
whose payments in the form of wages to conduc- 
tors and trainmen amounted to 185,646,080 (Kail- 
road's Exhibit 12). The vast importance of the 
interests directly affected by this Arbitration, 
therefore, is evident. The population of the Dis- 
trict served by these forty-one Eailroads numbers 
approximately forty-seven millions. The indirect 
influence of this proceeding, therefore, is in full 
proportion to the direct. The amounts asked for 
are estimated (Eailroad's Exhibit 12) at $17,975,- 
688. 

Exhibits. 

The Board calls attention to the remarkable 
series of exhibits which have been prepared for 
its consideration in connection with this Arbitra- 
tion both on the part of the Conductors and Train- 
men, and on the part of the Eailroads. The in- 
formation submitted by the men has been com- 
piled from the reports of the Interstate Commerce 
Commission, with great carefulness, by Mr. Frank 
Warne, a trained statistician, who has been engaged 
upon this work for approximately nine months. 
The statistics submitted by the Eailroads have been 
prepared in part from the reports of the Inter- 
state Commerce Commission, and in part from 
their own records, with equal thoroughness, by a 
Sub-committee of the Conference Committee of 
Managers. The Board is not to be held responsible 
for the conclusions claimed to be established by 
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these figures by eitker one side oi* tlie otker; but 
the Board takes pleasure in calling attention to 
this remarkable body of information in regard to 
the railroads of the country. To the Board this 
careful and comprehensive study of the whole 
situation by the parties to the controversy goes a 
long way to justify these collective moveinents for 
the adjustment of pay and conditions of service. 
It is quite clear that no study of this character 
was possible so long as each railroad was dealt 
with by itself; and it is probable that the ultimate 
outcome of this method of procedure, when every 
detail is seen in the light of the larger situation, 
will be more wise and more just to all the parties 
concerned than any result that could possibly be 
reached by an indefinite number of smaller pro- 
ceedings, for these collective movements tend to 
define the limits within which the smafler move- 
ments involving purely local questions should be 
adjudicated. This single Arbitration, following 
though it does the arbitrations of the engineers 
and of the firemen within the same territory, can 
do no more than carry forward by a little space 
the principles ujion which a completely just re- 
lationship between the railroads and > their em- 
ployes may one day be established. The Board has 
sought to discuss these principles, so far as they 
are involved in the present proceeding, with entire 
frankness, and to make its awards in accordance 
therewith. 

Revie-w of Argiunent. 
In the Award the proposals of the men are 
passed upon Article by Article. In brief, the men 
ask that they be given the western rates of pay 
while retaining the rules and regulations affecting 
pay prevailing in the East. For example, in the 
West men are paid by the month on the basis of 
varying standards of monthly runs ; in the East they 
are paid by the mile and by the day. This differ- 
ence in method of payment makes an exact com- 
parison between eastern and western rates of pay 
impossible. The proposals submitted for arbitra- 
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tion also ask for certain new rules, such, as time and 
a half for overtime, which at present do not pre- 
vail in any of the three territories. All of these 
rules, if adopted, would still further increase the 
rates of pay established. 
The men ask for the western rates of pay : 

(a) In the name of standardization; 

(b) On account of increased cost of living; 

(c) On acount of increased risk, labor and 

responsibility ; 

(d) On account of the increased productivity 

of the work of a train crew ; 

(e) On the ground that the profits made by 

the Railroads in recent years have in- 
creased out of proportion to wages. 

It will make for clearness to present under each 
of these four heads (1) the points made, by the 
men; (2) the points made by the railroad; (3) 
the finding of the Board. 

Standardization. 

The men urge standardization of pay as between 
the East and the West on the general ground that 
raQroading "per se" is worth just as much in one 
part of the country as in another, with the excep- 
tion of the so-called Mountain District in the West- 
ern Territory where permanent natural conditions 
justify now and may justify always a differential 
in favor of that District. This opinion was ax- 
pressed by various witnesses (testimony, pages 
661, 872-3, 1034, 1605-8, 1637, 1877, 1910-14). 

Witness Garretson developed this idea at length 
and testified that, in his experience (which he 
showed to have been very wide), the essential con- 
ditions affecting the Kves of railroad "men in the 
operation of railroads are substantially identical 
in all three territories. He stated it as his belief 
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that with local variations a man could live within 
a thousand miles of Chicago, East, West or South, 
and enjoy in all of the reasonably settled parts of 
the country the same privileges and opportunities 
in one territory as in the others. The cost of food 
and. other necessaries, he thought, would equalize 
themselves wherever a man lived, while a man 
would find as many of the opportunities that go to 
make life enjoyable and pleasant in one territory 
as in another (testimony, pages 1911, 1914, 1915). 

As regards the operation of railroads he pointed 
out that the Book of Rules adopted by the Ameri- 
can Railway Association forms the basis of the op- 
erating rules for all the railroads in the United 
States, and that the American Railway Asso- 
ciation embraces the railroads in all parts 
of the Union. He also called attention to 
the fact that the Master Car Builders' Associa- 
tion i« steadily at work bringing about stanaardi- 
zation as to the construction of cars, so that in all 
parts of the Union the cars to be handled are con- 
stantly becoming more and more alike (testi- 
mony, pages 1914-15). The men also called atten- 
tion to Bulletin No. 131 of the United States 
Bureau of Labor Statistics for the purpose of 
showing that wages in other trades in the East and 
in the West and in the South do not greatly differ. 

Witness Howard (testimony, page 1605) testi- 
fied that the Chicago and Eastern Illinois Railroad 
and the Chicago, Indiana & Southern Railroad both 
ran south from Chicago to Danville, Illinois. Both 
are coal roads, and the conditions affecting both 
are so far similar that tbey are only a few miles 
apart for the whole distance between Chicago and 
Danville. The Chicago and Eastern Illinois pays 
the western rates, while the Chicago, Indiana and 
Southern pays the eastern rates ; and the men argue 
that no possible differences of condition in this 
case can justify such a discrimination. The men 
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accept the exhibit of the Railroads which shows in 
detail the rate of pay in the West and in the South 
and in the East, the last being the lowest (Eailroad 
Exhibit 01, and testimony, 1143). 

The men also point to Railroad Exhibit No. 9 as 
showing that the average time on duty of Con- 
'ductors and Trainmen in the East is distinctly 
longer than in the West. 

THE ANSWER OP THE RAILROADS to these 
propositions may be summarized as follows : 

The Railroads urge that there is no such thing 
as standardization of rates and rules in any 
one railroad territory, much less as between terri- 
tories, because it is impossible to disassociate 
rates and rules in their effect upon pay and work- 
ing conditions, and the rules differ everywhere. In 
the Eastern Territory the railroads admit that there 
is a fair approximation to standardization within 
the territory, both as to rates and rules affecting 
pay, except that there are high spots which the 
men will not permit to be leveled down for the 
«ake of standardization, and low spots which 
have been established by arbitration. The rail- 
roads admit that in the Western and Southern 
Territories the daily rates of pay are higher; 
but the roads claim that the rules affecting pay 
are almost as diverse in these two territories 
as the roads concerned. The roads admit that in 
the Eastern Territory a man must work longer hours 
to earn the same money, as many do, than he would 
have to work either in the South or West; but the 
railroads claim that this is due to the greater densi- 
ty of population, while the greater extent of double 
trackage in the Eastern Territory, and even of three, 
four, and six traclfs, and the generally higher 
standard of equipment of the railroads in the East- 
ern Territory, as compared with other territories, 
offset the disadvantage to the men of longer hours 
by making the work lighter and less dangerous. 
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The railroads also urge that the statement of 
time consumed in the different territories is not 
comparable, without taking into account the over- 
time rules, and it is urged that the greater length 
of time apparently demanded of the men in the 
Eastern Territory, may be due to payments for 
preparatory time, for terminal overtime,' and for 
overtime for special work, on a more favorable basis 
in the East than in either the Southern or the West- 
ern territories. 

The railroads also show (Exhibit 32) that the re- 
ceipts per ton mile run and per passenger mile run 
in the three territories compare as follows : 

Ton Passenger 
Mile Mile 

Eastern 64(5 ' 1.779 

Stjuthem 709 2.160 

Western 96 ' 2.139 

The railroads further show (Exhibit 15) that out 
of the smaller receipts per mile, the conductors and 
trainmen in the Eastern Territory receive for each 
mile run more than they receive in either the South- 
ern or the Western Territory. 

Both of these results the railroads claim spring 
from the large number of short runs in the Eastern 
Territory, due to the greater density of population, 
runs for which a full day's pay is paid, although 
the run is less than the basic passenger run of 155 
miles, or the basic freight run of 100 miles. 

The railroads also challenge the justice of the 
wage scales existing in the West and in the South, 
as not having been proven; and for this reason 
they urge that to standardize wages in the Eastern 
Territory with wage scales that may themselves be 
inherently unfair, is both unwise and unjust. The 
railroads claim that these scales have been estab- 
lished, by the processes already described, and that 
these scales, therefore, are entitled to no considera- 
tion as standard scales. 
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Finding' as' to Standardization. 

The prevailing opinion of the Board is that it 
must take the adjustment of 1910 as its starting 
point; and that it cannot be controlled in its find- 
ings by the argument for standardization, although 
it may be influenced by it. The prevailing opinion 
of the Board is that standardization as to pay 
and rules, as between the Eastern Territory and 
the Western Territory, is at the present time im- 
possible. Not only is the differential between the 
two territories as it affects the Conductors and 
Trainmen very large, but it is not clear that the 
policy of standardization which is favored in the 
East is responded to by the Conductors and Train- 
men of the West (testimony, pages 1968-1970; 
1982-1983, 2002). Furthermore, the wages earned 
in organized trades in the West are yet higher 
than in corresponding trades in the East (Bulletin 
of the Bureau of Labor Statistics, No. 131, E. E. 
Ex. 43). 

Moreover, it is the prevailing opinion of the 
Board, as already suggested, that an inquiry 
should be made as to whether a fair basis for 
standardization between these two territories 
really exists; or whether there is such an essen- 
tial difference in the character of the service in 
the two Districts as to justify a permanent 
differential; and, if so, what that differential 
ought to be in each case. The human side 
of the argument for standardization with the 
West as it affects the employes in the Eastern 
Territories of the United States, where the rates 
of pay are now the lowest of any of the three 
territorial divisions into which the Eailroads of 
the country are divided is evident. It is the pre-, 
vailing opinion of this Board that the policy urged 
by 'the men in this regard is in the large interest 
of the railroads as well as of the public; so that 
progress should be made in this direction as fast 
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as circumstances will permit. In the universal 
conception of the day, interstate railroadi^Qg is a 
national public utility; being such, uniform rates 
of pay for the same class of service are likely to 
prevail, sooner or later, in all parts of the United 
States where permanent natural conditions do not 
forbid. In the Railway Post Office Service con- 
ducted by the United States rates of pay differ 
' according to the character of the work performed ; 
but there is no difference of pay resting upon ter- 
ritorial distinctions. It is said wilih truth that the 
Government is free to adopt this system because it 
can make up deficiencies through taxation; but it 
appears to the majority of this Board to be none the 
less true that the railroads of the country, just 
because they are conceived of as a national public 
utility, will in the end be obliged to conform their 
practice to the government practice in this regard. 
The rates which railroads are permitted to charge, 
both for passengers and freight, must in the opinion 
of this Board be adequate ultimately in all parts of 
the country to permit uniform rates of pay to be 
paid. The Board recognizes that freight rates and 
rates of pay have no direct connection with one an- 
other; because freight rates between competitive 
points are really determined by the competition, and 
where water carriage comes into competition with 
railroad carriage the rates that can be charged by 
the railroad are inevitably affected. The effect of 
the opening of the Panama Canal on the through 
freight rates from Ocean to Ocean, and indirectly 
on the freight rates to many intermediate points,' 
remains to be demonstrated. Broadly speaking it 
can scarcely be doubted that the tendency of the 
Canal will be to lower freight rates in many in- 
stances rather than to advance them. 

So believing, as to standardization, this Board 
has done what it properly can to standardize rates 
of pay between the Eastern Territory and the 
Southern Territory, the rates in the latter terri- 
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tory being now somewhat above the Eastern and 
somewhat below the Western rates. This appears 
to be the more justifiable because wages in other 
trades in the South and in the East are substan- 
tially the same ( Bulletin No. 131 Bureau of Labor 
Statistics). From what has already been said, it is 
clear that the rules affecting pay in the Eastern 
Territory and in the Southern Territory are al- 
ready standardized to a considerable extent. It 
may be broadly said, therefore, that, as a result of 
this proceeding, the rates of pay and most of the 
fundamental rules will be substantially standard- 
ized in the greater part of the service from the 
Mississippi to the Atlantic Ocean. 

Increased Cost Of Living'. 

The men point to Employes' Exhibit 5, pages 
168-176 (testimony, pages 270-276) as show- 
ing the increased cost of food during the last de- 
cade. Upon this they base their argument as to 
the increased cost of living as a factor in the de- 
mand which they are pressing for higher wages. 

THE EAILROADS CONTEND that this Arbi- 
tration Board should accept the adjustments of 
1910 as the starting point ; and they maintain that 
there has been no increase in the cost of living 
since that adjustment that would warrant any in- 
crease of pay at the present time; but they have 
not attempted to establish this claim by tes- 
timony. 

Finding- Of The Board As To In- 
creased Cost Of Living-. 

The small amount of evidence presented by either 
side as to this subject has compelled the Board 
to reach its own conclusions from the unchallenged 
testimony as to the increased cost of food between 
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1909 and 1913; and from Bulletins of the Bureau 
of Lat}or Statistics, Nos. 115 and 132, which, being 
public documents, the Board has felt at liberty to 
use as indicating the significance of the Exhibit 
filed by the men. The Board assumes that the 
agreement of the Conductors and Trainmen with 
the Baltimore and Ohio Railroad which was made 
March 1st, 1910, took fairly into account the cost 
of living as it stood at the end of 1909. Inasmuch 
as the Baltimore and Ohio agreement was the basis 
for all the subsequent adjustments of that year, it 
may equally be assumed that the cost of living on 
which all these adjustments were based, was the 
standard which prevailed at the end of 1909. 
Bulletin 132, giving retail prices for the years 
1910, 1911, 1912, and the first half of 1913, shows 
that the cost of living has increased at least seven 
per cent., for men having incomes from $800 to 
|1,200 per annum. The Board therefore finds that 
there has been a substantial increase in the cost of 
living since the adjustment of 1910. 

Increased Risk, Labor and Re- 
sponsibility. 

The men argue that increased risk, labor and re- 
sponsibility dev(jilve upon a train crew because of 
the longer trains and the larger cars consequent up- 
on the use of the more powerful locomotives of to- 
day ( Employes' Exhibits 1, 2 & 3 ) , and in particu- 
lar because of the great increase in certain parts of 
the Eastern Territory of the practice of using one 
train crew, that is to say, one conductor and the 
two or three brakemen associated with him against 
Mallet engines, which are two engines combined in 
one; and against two, three, four, and sometimes 
even five large engines (testtttiony, pages 80, 377, 
468, 494, 554-60, 1417-20, 1429, 1434). 

They argue that if there is risk, labor and re- 
sponsibility in moving a single car, all three pie- 
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ments must be increased with the increase in the 
number and the size of the cars moved. 

THE RAILROADS ADMIT (Railroad Ex- 
hibits 33, 34, 35) the increase in length 
of trains, the larger capacity of cars, and 
the frequent use of double-heading; that is 
to say of running trains on jnormal grades 
with more than one engine. But they claim that 
the change from wood to steel in the construction 
of cars, and the installation of safety appliances, 
such as automatic couplers, airbrakes, and iliter- 
locking switches, have offset any increase of rilk, 
labor and responsibility devolved by the longer and 
heavier trains of today upon the conductors ahd 
trainmen. 

Finding- as to Increased Risk, Labor 
and Responsibility. 

The prevailing opinion of the Board is that the 
elements of risk and labor growing out of in- 
creased size of train and cars are practically off- 
set by the substitution of steel for wood in the 
construction of cars; and by the various safety 
appliances which have been installed. So far as 
risk is concerned, this conclusion seems to the 
majority of the Board to be justified by 
the Employes' Exhibit No. 4, which shows 
down to June, 1909, the percentage of train- 
men injured, including killed, in the East- 
ern Territory and in the United States as a whole, 
per thousand trainmen employed. These statistics 
seem to justify the conclusion that the number of 
trainmen killed on American railways is steadily 
decreasing in proportion to the number employed ; 
and that in the Eastern Territory it is decreasing 
actually as well as proportionately. 

The exhibits show that, in a period of great ac- 
tivity, the number of railroad accidents increase; 
whereas, immediately after a panic, the number 
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of accidents falls off. Employes' Exhibit No. 4 

shows, for example, that the number of trainmen 
injured, including killed, throughout the United 
States, without regard to the numbers employed, 
increased from 21,409 in 1902, to 37,898 in 1906. 
In 1907, which until the panic broke out in the 
autumn, was a year of very great activ- 
ity, the number rose to 43,026. By 1908 
the number injured had fallen to what it 
was in 1906; that is to say, to 37,827. By 1912 
it had risen to 45,638. In the same intervals, 
of course, the total number employed great- 
ly increased. From these figures it appears 
that between 1902 and 1906 the number of casu- 
alties increased by 16,000; while between 1908 
and 1912, a similar period of five years, they 
increased by only 8,000. Broadly speaking, all 
the statistics available indicate that the element 
of risk to trainmen in later years is decreasing 
rather than increasing. 

So far as double-heading is a factor in risk, on 
the road that does most of it, the Bessemer and 
Lake Erie, the number killed annually is con- 
stantly decreasing, and also the number injured 
(Employes' Supplementary Exhibit 15). 

So far as the labor of a train crew is concerned, 
it is not clear that the duties of the Briakemen are 
any greater now than they were three years ago 
when the adjustment of 1910 was made. The\air 
brake has been steadily supplanting the old hand 
brake on freight trains as well as on passenger 
trains; and while it was testified by some wit- 
nesses for the men that they would rather handle 
the old hand brakes tha,n the new air retainers 
(testimony, pages 398-424, 1622-1631) the Board 
is not convinced that the labor involved in 
handling the trains of to-day is any greater now 
than it was in 1910, when the last adjustnient was 
made. 
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The Board does believe, however, that there has 
been a certain increase in responsibility placed 
especially upon the Conductor with the Increased 
length of passenger trains and the increased size 
of loads on freight trains. It is impossible to state 
quantitatively how great this increase of respon- 
sibility is as compared with the responsibility Con- 
ductors and Trainmen had to bear in 1910, at the 
time of the last settlement; but the Board has 
taken this factor into account by increasing the 
pay of Conductors in some instances more than it 
has increased the pay of Brakemen. 

Increased Productivity of Train 
Cre-w. 

The men claim that the increased produetivity 
of a train crew when caring for larger trains and 
heavier loads than formerly is self-evident; and 
especially that this is so when one train crew is 
used against more than one engine, the engines 
thus used being often of the largest size (testi- 
mony, pages 88, 153-193, 560, 1417-1420). 

The men point out that when a train is double- 
headed the railroads are obliged to pay two en- 
gineers and two firemen ; and that the roads make 
a saving by this process simply because by doub- 
ling the motive power they save employing one 
train crew. When three and four and five loco- 
motives are used on the same train the men argue 
that the produetivity of the train crew is corre- 
spondingly increased; and that, therefore, some 
portion of this saving should by right be given to 
the train crew, which is thus called upon to care 
for abnormally heavy trains. 

THE RAILEOADS IGNORE the argument 
based upon the increased productivity of a train 
crew as a basis for increase of wages as having 
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no place in the present problem; because they 
believe that any such increased productivity, 
whatever it may be, was met as it accrued in the 
wages fixed in 1910. They submit the table (Ex- 
hibit No. 44) to show that Conductors and Train- 
men receive more now per traffic unit than they 
did formerly. 

Finding as to increased Productivi- 
ty in the itrain oreiv. 

It is the prevailing opinion of the Board that 
the extra productivity of the train comes from 
theiipes-eased number of engines, in connection with 
each of which an engiite crew is paid for, and not 
to any measurablfe extent from any contribution to 
extra productivity by the train crew itself. The 
Board has already made it clear that, in its judg- 
ment, this method of ©juration does not devolve 
upon the train crew ordinarily, any increase of risk 
or any increase of labor under modern conditions, 
though the Board does recognize some increase of 
responsibility. In one field, and in one field only, 
does the Board believe that this method of operation 
by itself justifies an increase of wages. In Mine Ser- 
vice, in some places, in which a train is drawn 
by two engines, a train crew is sometimes broken 
up in order that each half of the crew may serve 
each engine separately. In such service the prevail- 
ing opinion of the Board is that the train crew, as 
distinguished from the engine crews, does contrib- 
ute to the increased productivity of the train, and 
the Board has had this reason in mind in trans- 
ferring Mine Service, in the matter of pay, from 
the basis of the Through-Freight Service to the 
basis of the Local freight service which is higher. 
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Profits and Wag-es. 

The men have submitted carefully prepared 
tables which show that the Railroads in the East- 
ern Territory are much more profitable than they 
were ten years ago; that a much larger percent- 
age of railroad stock now than then is paying 
dividends; that a large proportion of this divi- 
dend-paying stock is now held by the seven rail- 
roads which constitute the parent companies of 
the seven great railroad systems dominating the 
Eastern Territory; that the average percentage of 
dividends in 1911 was 8.03 per cent., as compared 
with 5.45 per cent, in 1890, and that the percent- 
age of stock paying dividends was 67.65 per cent, 
in 1911, as compared with 36.24 per cent, in 1890. 

THE RAILROADS, in the presentation of their 
cases, have disregarded this argument and have 
left it to make what impression it would tipon 
this Board, except as they have pointed out that 
the fixed charges upon the railroads are constant- 
ly being increased. 

Finding- as to Profits and Wag-es. 

The Board has been both interested and instruct- 
ed by these Exhibits, which might have played an 
important part in the Arbitration, if the Railroads 
had pleaded their inability to meet any increase 
of pay that may be adjudged in this proceeding; 
but', inasmuch as the Railroads have made no such 
plea, the significance of these tables, for the pur- 
poses of this Arbitrj(,tion, is less than it other- 
wise would have been. The Board has given care- 
ful consideration to the facts presented, but finds 
itself unable to relate the facts contained in this 
class of exhibits to the question of wages in such a 
way as to found thereupon specific increases in 
rates of pay. 
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Miscellaneous. 

THE RAILROADS ON THEIR OWN PART 
point out that the Conductors and Trainmen 
(Railroad Exhibit No. 9), already receive much 
better pay than other skilled labor. 

THE CONDUCTORS AND TRAINMEN chal- 
lenge the bearing of this exhibit, without further 
development (testimony, page 1766) and point 
out, on their part, that their occupation is excep- 
tionally hazardous; that they are unable to buy 
life insurance, so that they are obliged to furnish 
it through their own organizations on the mutual 
plan (testimony, pages 205-206) ; that more than 
one in ten of all trainmen, including in this term 
with the conductors and brakemen the engineers 
and the firemen, is injured every year (Employes' 
Exhibit No. 4, page 138) ; and that, while the rail- 
roads often keep men in their employ until they are 
old, the men if they receive an injury, or if they 
are dismissed for cause, find it exceedingly difficult 
to continue in the railroad business, except at great- 
ly reduced pay if at all. 

The men answbe in regard to the contention of 
the railroads (Exhibit 15) that the conductors and 
trainmen receive larger pay per mile in the Eastern 
Territory than in the Western, that the pay per mile 
traveled does not afford a fair comparison ; because 
the comparison thus made is on a mile basis, while, 
as a matter of fact, the railroads in the Eastern 
Territory practically pay on an hour basis, and the 
railroads in the Western Territory on a basi§ of 
mileage. The men point to Railroad Exhibit No. 
9, showing the average time on duty in the month 
of October, 1912, for the different classes of service 
named, by which it appears that in the fast through 
freight service, the men were on duty nine honra 
and thirty-eight minutes, while in the slow freight 
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service they were on duty eleven hours and forty 
minutes; in the local and pick-up service twelve 
hours and four minutes ; and ia the work and wreck 
train service eleven hours and fifty-eight minutes. 

The eaileoads puethbe urge that on account of 
the Full Crew Bills passed by a number of the 
legislatures, any increase of pay given to brakemen 
constituting such crews should be so adjusted as to 
provide for lower rates of pay to each of the two 
braJiemen than was formerly given to the one brake- 
man. 

To THIS THE MEN REPLY that such legislation 
exists in twenty States of the Union, and that of 
these States only five are in the Eastern Territory, 
and that in the other fifteen States no such dis- 
crimination as to pay is made. 

Finding- on Miscellaneous Propo- 
sitions. 

In regard to the argument that the conductors 
and trainmen already receive much better pay than 
other skilled labor, the Board is of the opinion that 
the offsets suggested by the men as to the risks of 
their occupation, and the necessity which is upon 
them to insure themselves because they cannot buy 
insurance, are a sufficient answer. It is tcJ be said, 
moreover, that the traveling public as well as the 
employes themselves are dependent for safety upon 
the efficiency and fidelity of the brakemen as well 
as of the conductor. It is distinctly in the public 
interest that the men entrusted vrith such a charge 
should be well paid ; for unless they are, the service 
will fall into the hands of men less capable of doing 
it well. In his closing statement for the Railroads 
(testimony, page 2054) Mr. Elisha Lee says: "All 
will, of course, agree that the first charge upon 
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railway revenue must be fair payments to em- 
|)loyes." 

In regard to the contention of the Eailroads that 
the Conductors and Trainmen receive larger pay 
per mile in the Eastern Territory than in the West- 
ern, the Board finds the reply of the men to be 
adequate as far as it goes; that is to say, that the 
men in the East are obliged to work from one hour 
to two hojirs a day longer than they do either in 
the West or in the South to earn the same money. 
The lay members of the Board are unable to ex- 
press a technical judgment upon the question; but 
they confess themselves perplexed by being told 
that where population is greatest and cities near- 
est to each other, and where the amount of freight 
to be handled is the largest, that there the men 
should find it necessary to work longer hours than 
in the more sparsely inhabited parts of the coun- 
try in order to earn the same amount of money. 

Full Crew Bills. 

In regard to the full crew bills the prevailing 
opinion of the Board is that it is not the function 
of the Board to attempt to correct mistakes of the 
Legislature, if such mistakes have been made. It is 
in the interest of all concerned that any modifica- 
tion of the existing situation should be brought 
about by agreement between the management and 
the men, if possible. 

Overtime. 

The men have asked for a new rule to provide 
for the payment of overtime at time and a half, in- 
stead of as now, pro rata. The payment for over- 
time pro rata is based upon the fact that the men's 
time being taken should be paid for, but punitive 
overtime, if it is to he allowed, must be justified 
upon different grounds. The Board is in sympathy 
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with the expressed desire of the men to reduce 
overtime as much as possible, and it recognizes 
that the jmyment of time and a half for overtime 
is a well established custom in the building trades 
and. possibly in some other trades. But, wherever 
it prevails, so far as the Board is aware, the de- 
termination as to whether overtime shall or shail 
not be paid for, rests with the employer. In rail- 
roading, it is quite evident that in many cases 
neither the management nor the trainmen can pre- 
vent overtime ; and it appears to this Board, there- 
fore, that punitive overtime as it is called is an un- 
sound principle when applied to the running of 
trains. The Board hopes that some other method 
can be devised for reducing overtime; for it does 
earnestly believe that the honrs demanded in Slow 
Freight and Construction Service are unreason- 
ably long. If no other remedy can be found, pos- 
sibly punitive overtime should be tried; but this 
Board does not deem it wise to adopt this rule at 
the present time. 

As to overtime in Yard Service, the intermediate 
members of the Board are less clear, because they 
are less sure that overtime in yards is beyond con- 
trol of the management. They have declined the 
rule in Yard Service, however, partly because it 
has been recently disallowed by an Arbitration in 
Illinois, and partly because, not being itself sure,, 
it has seemed to the Board unwise to disturb exist- 
ing arrangements. 

Theory of Pay. 

Messrs. Clark and Morrissey in their New York 
Central Award of 1910 used these words: "The 
theory underlying a mileage schedule of pay is that 
the employe will be paid for all the service he ren- 
ders and the Company will not pay for any service 
that it does not get." So far as the pay 
of Conductors and Trainmen in the Eastern 
Territory is based upon mileage, this evi- 
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dently jiist proposition is accepted by both 
sides. This theory needs to be modified only in 
response to other considerations which Messrs. 
Clark and Morrissey also point out They say, 
"Unlike men in ordinary industrial trades em- 
ployes on trains must, in order to enjoy any of the 
advantages and comforts of home life, have their 
runs so adjusted as to giye them the greatest prac- 
ticable amount of time at home," ♦ • • "On the 
other hand the exigencies of the business are such 
that the responsible managing officers of the road 
must have reasonable leeway within which to ad- 
just the number and time of their trains, and the 
points between which they will run in such way as 
to best and most satisfactorily serve the public." 
This second consideration thus introduces the ele- 
ment of time, in connection with mileage, as a 
necessary factor in determining fair rates of pay 
for trainmen. Euns cannot always be continuous; 
neither can they always be arranged so that train- 
men are laid off from duty where they live. Under 
these circumstances, trainmen are often called upon 
to give more time than would be required for the 
completion of a given number of miles in a Straight- 
away run; and they are often also required to lay 
off duty at points away from home where they are 
subject to additional expense. The trainmen have 
only two things to sell, their time and their labor; 
and it is fair that they should receive remuneration 
for the time they place at the disposal of the rail- 
road as well as for the labor they expend in its 
service. The effort to adjust these two elements 
harmoniously between the railroads and their em- 
ployes has not, in all respects, been perfectly suc- 
cessful, but this Arbitration, no doubt, will carry 
the matter somewhat nearer to a satisfactory solu- 
tion. Neither side, however, should be content 
until rules have been mutually agreed upon which 
are fair both to the railroads and to their em- 
ployes in all respects. 
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Passeng>er and Freig-lit Rates. 

This Board has no authority to deterroine 
the passenger and freight rates to be paid in the 
Eastern Territory ; neither is it in a position to de- 
termine whether such an increase is justified, as a 
matter of fact, by all of the circumstances. This 
Board, however, believes that it must make 
its finding as to what is a proper rate of 
pay to be awarded to the conductors and 
trainmen as a result of this arbitration, 
without any reference to the dilemma in 
which the railroads are evidently placed by the 
laws which make it impossible for them to increase 
passenger and freight rates without the authority 
of the Interstate Commerce Commission or of the 
Railroad Commissions of the various States. To 
take any other view of the question would be to 
decide that no increase of pay, while the laws re- 
main as they are, can ever be made except volun- 
tarily by the railroads. Such a decision would 
render -arbitrations like this, valueless; and it 
would be in effect to hold that railroad service in 
the Eastern Territory must continue to be ren- 
dered at existing rates of pay, even though this 
were to condemn the employes of the railroad to 
work' for rates of pay which have been determined 
by the most careful inquiry to be inadequate. At 
the present time a ton of freight is moved in the 
Eastern Territory more than 3 miles (R. R. Ex. 
31) for the value of a two-cent postage 
stamp. This is the cheapest railroad service 
to the shipper to be found on the face 
of the globe. In the face of such a fact, it would 
be unjust to say that railroad employes must con- 
tinue to be satisfied only with what can be paid 
from freight rates as low as this. The Interstate 
Commerce Commission, and not this Arbitration 
Board, has the duty of determining whether the 
railroads can earn in addition to their other 
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charges^ without an increase of freight rates, the 
rates of pay that this Board believes to be due at 
the present time to tbe conductors, and trainmen, 
which rates are embodied in the Award following. 

Safety. 

One other factor this Board believes should be 
called vividly to the attention of the Interstate 
Commerce Commission. The connection between 
the decrease of hazard, the danger to life and linib, 
through the installation of safety appliances, by 
the substitution of steel for wooden cars, by double 
tracking, by increasing railroad facilities, as rail- 
road business increases, appears to this Board to 
be direct and not indirect. The statistics submitted 
to this Board demonstrate that the number of 
trainmen killed on American railroads has grown 
smaller proportionately during the last few years 
while these safety appliances have been progress- 
ively installed; and in the Eastern District, the 
number of killed has decreased actually for the 
last few years down to 1909, which is as far as the 
separate figures extend. Since then the figures 
are not available for the Eastern District by itself. 
The percentage of injuries has increased slightly 
pro rata to the number of men employed dur- 
ing the last two or three years; but the aver- 
age is not greater than it has been in sev- 
eral years of the previous decade. As has been 
already pointed out, every period of specially 
active business is marked by an increase of 
casualties, due apparently to the employment by 
the railroads, at such times, of large numbers of 
unskilled men. Every panic is followed by a 
marked falling off in casualties, due presumably 
to the discharge of the less competent men, so that 
the body of men remaining in the service represent 
a higher average of elticiency; but, however, the 
ebb and flow of accidents is affected by such con- 
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sideratioiis as these, the unquestionahle fact re- 
mains that the most hopeful method of reducing 
the vast number of railroad casualties, and the 
large number of deaths due to accidents on rail- 
roads in the United States is to enable the rail- 
roads as rapidly as possible, to substitute steel 
car's for wooden cars, air brakes for hand brakes, 
improved signal systems for old fashioned systems, 
and the like. All of these things cost in the aggre- 
gate an immense sum of money. Any policy that 
would make it impossible for the railroads to com- 
mand this money would be a profound misfortune 
to the whole natioii. Such a policy would be bad 
enough in its effect upon transportation, because 
it would reduce the efficiency of the railroads ; but 
it would be crinjinal, in the sense that it would 
make the great army of railroad employes, who 
are numbered by hundreds of thousands, follow 
their hazardous occupation under conditions more 
hazardous than are necessary, and, indeed, more 
hazardous than are justifiable in a country like 
this. The increasing safety of passengers is 
equally involved. No American reads the rec- 
ords of railroad accidents in the United States 
without feeling a sense of reproach. This Board 
wishes to call the attention of the country to its 
belief that railroad accidents can be reduced almost 
precisely in proportion to the modernizing of the 
railroads and the improvement in their equipment. 
The human element involved in the lessening of 
accidents may certainly be relied upon to do its 
share, and this Award should contribute to that 
end, but without the best appliances the employes 
work at every disadvantage. 

Summary. 

In fixing the rates of pay which are given in the 
following award, the Board has assumed that the 
adjustment of 1910, having been reached, primarily 
by mutual agreement through mediation under 
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the Erdman Act, must be tlie starting point for 
its conclusions. 

In reaching this opinion, the Board is in line 
with the opinion expressed in the Kailroad's Brief 
(page 10) that "the present demands for further 
increases in rates and improvements in working 
conditions can only be supported by showing that 
conditions have changed since that award." 

This conclusion was inevitable from the nature 
of the case. Only three years ago the two Organi- 
zations and the railroads concerned in this prO" 
ceeding made voluntary agreements with each 
other; in one case they reached a voluntary agree- 
ment through mediation under the Erdman Act; 
and in other cases they reached a similar basis, 
with some modifications, through an Arbitration 
Board consisting of a former President of each of 
the two Organizations represented in this case. It 
must be evident upon the face of it that the two 
lay members of this Board could not hope to be- 
come competent in less than two months to find 
any other starting point, in an industry so com- 
plex and so technical as railroading, than such 
adjustments as these, so recently made, by both 
parties to this controversy. 

The present Board is embarrassed in one other 
particular. Among the Articles submitted for 
arbitration are three, lettered "D," "P" and "Q," 
which are called by the men "saving clauses." 
These Articles have appeared in earlier arbitra- 
tions and, in that way, have acquired a standard 
significance. This Board has been obliged to hold 
that all of the Articles proposed by the men, in- 
cluding D, P and Q, have been submitted to this, 
Board for arbitration. It was clearly stated at 
Washington by the representative of these Organi- 
zations as well as by the Railroads, when the New- 
lands bill was proposed for passage that the dis- 
pute then pending would be arbitrated under the 
Newlands bill if it became a law. The same reason- 
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ing which made it impossible for the Bailroads to 
add to the subject-matter of the arbitration makes 
it equally impossible for the Organizations of the 
men to subtract anything from the Articles which 
at that time were pending. This Board, there- 
fore, has passed upon Articles D, P and Q, as it 
has upon every other Article submitted for its con- 
sideration; and it has agreed that these Articles 
should be accepted as having the significance 
which was conceded to them in earlier arbitrations. 
This Board has , endeavored to define the meaning 
of these Articles more clearly, so as to avoid some 
of the misunderstandings that in the past have 
grown up under them; but this Board has not at- 
tempted to change their meaning as established in 
previous arbitrations. These Articles, D., P. and 
Q., however, have very greatly affected the action 
of this Board; for these articles make stand- 
ardization within the district impossible unless it 
be standardization upward. It has not seemed 
reasonable to this Board, therefore, to remove low 
spots which were created by arbitration only three 
years ago, when it is not permitted, under the 
terms of these Articles, to remove high sjyots. 

"The present proceeding has been in every sense 
of the word an arbitration. Many proceedings of 
the kind are, in effect, little more than formal com-- 
promises; but in this proceeding the intermediate 
arbitrators have been obliged to pass upon the 
merits, of every Article as proposed. The result 
is that, in most cases, each Article as adopted has 
been adopted by a vote of four to two, although 
the majority represents at times the intermediate 
arbitrators and the representatives of the men, 
and at other times the intermediate arbitrators and 
the representatives of the Railroads. 

It is the prevailing opinion of the Board, that, 
since the adjustment of 1910, there has been an 
increase in the cost of living as already shown, 
equal to not less than 7 per cent. The Employe's 
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Brief (page 24) in urging the importance of this 
factor, quotes President Brown of the New York 
Central Eailroad as saying in 1910: "That is to 
say, if investigation shows the cost of living for 
an average family has, since the last increase in 
wages, increased say $60.00 per annum, then an 
increase of that amount per annum is justified and 
should be made." 

The Board does not found its action entirely 
on the increased cost of living, though it looks 
upon this as basic. It, therefore, calls attention 
to other factors which support the advance in 
wages which it has granted. In the same 
interval, and as part of a new cycle, the men 
in the Eastern Territory most closely associ- 
ated with the conductors and trainmen, the en- 
gineers and firemen, all or most of whom received 
increases in 1910, have received further increases 
in 1912 and 1913, ranging from 5 to 10 per cent. ; 
in the same interval there has been a general 
increase of 10 per cent, for not only engineers and 
firemen, but also for conductors and brakemen in 
the Western Territory; and increases for all these 
classes of service in the Southern Territory said to 
be in percentages varying from 6 to 20 per cent., 
in the same interval there has been a general 
marked increase of pay in the organized trades of 
this Eastern Territory; and, finally, by reason 
of the increased size and capacity of trains there 
has been some, if not commensurate, increase in re- 
sponsibility especially on the part of conductors. 

It is impossible to measure all these elements 
quantitatively ; but, it is the prevailing opinion of 
the Board that, taken together, these changes of 
conditions since 1910, affecting rates of pay fully 
justify an increase in wages in the total of 7 per 
cent. The Board estimates that this will involve a 
total increase in the pay-rolls of the forty-one rail- 
roads represented in this proceeding of about 
eight-tenths of one per cent, on the total operating 
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expenses of the roads or approximately six million 
dollars. 

This estimate of increase, reached by comparing 
conditions in -1913 with those which obtained at 
the time of the adjustments of 1910, if translated 
into rates of pay, would carry the present rates in 
the Eastern Territory to the approximate level of 
the rates now in force throughout the Southern 
Territory, east of the Mississippi. The public ad- 
vantage wMch, in the prevailing opinion of the 
Board, will follow the approximate standardizing 
of rates throughout all the territory east of the 
Mississippi, both north and south, where the rules 
of service affecting pay are now practically uni- 
form, has recommended the award of the identical 
rate, when, independently of this consideration, an 
approximating rate was evidently justified. The 
general percentage of increase is not applied to 
every wage now existing, but is distributed as, in 
the prevailing opinion of the Board, the rates for 
the several classes of service are deserving of 
modification. 

The percentage of increase in pay granted in the 
Passenger Service is not large. The mileage rate 
for conductors is that requested by the men and is 
identical with the rate in the south, and the dif- 
ferential between conductors and brakemen is the 
same as there obtains. 

The awarded rates of pay in Local Freight 
Service while considerably less than those asked 
(the Western rate) are the same as are now paid 
in the same service in the South' for conductors, 
and also for brakemen. 

In Through Freight Service the rates asked for 
are again the Western rates. The rates awarded 
approximate but do not reach the Southern rates. 
If it had been possible to discriminate between 
Fast Freight and Slow Freight Service the Board 
would have been disposed to place Slow Freight on 
the Southern basis. 
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The increases have been heavier in the Freight 
Service, partly because, as has been pointed out, 
the men in the Eastern Territory, have to work 
very long hours ; in Slow Freight 11 Jiours and 40 
minutes per day and, in Local Freight Service, 12 
hours and 4 minutes per day. The largest increases 
are, therefore, almost entirely in favor of the men 
who are norinally called upon to work an abnor- 
mally long day, and longer than in other territories 
in like service. It appears to the majority of the 
Board, as beyond question that, as between the 
Eastern and Southern territories, the men in the 
Eastern Territory on the average have to work 
longer hours in order to earn the same amount of 
money. This will remain so even after this award, 
in some services; but the discrepancy in pay will 
largely disappear. 

In Yard Service, although the hours are long, 
the present rates of pay in first class yards in the 
East are already within 2%% of existing Chicago 
rates. The Board preserves the existing classifica- 
tion of yards in the East, and advances the pay 
in all classes of yards by 1 cent, which places the 
first class yards in the East upon the present 
Chicago basis. 

In regard to the proposition of the railroads 
that the justice of the wage scales existing in the 
West and in the South has not been proven, it must 
also be said that the justice of the wage scale pre- 
vailing in the East has not been proven. In other 
words, this Board has been obliged to deal with the 
facts as they are. The wage scale now prevailing 
in the East was reached by mediation under the 
Erdman Act, and the wage scale now prevailing 
in the South was also reached by mediation under 
the Erdman Act. Either or both of the wago 
scales may be in themselves unscientific; but this 
Board must assume that inasmuch as both scales 
have been agreed to by the railroads of the re- 
spective Territories as well as by their employes, 
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one scale is as justifiable as the other. The Board 
believes that its action will mate for stability in 
the rates of pay as between these two territories ; 
and that it is an advantage worth the cost even 
partially to eliminate from the wage problem 
of the railroads one of the differentials now ex- 
isting. There will remain some differences in the 
Eules of Service affecting pay which are more fav- 
orable to the men in the Southern Territory than 
in the Eastern Territory; but these differences 
ought to be harmonized in time by mutual agree- 
ment. 

AWARD. 

PROPOSED BY EMPLOYES: ARTICLE A. 

On runs of 155 miles per day or over, the pay of 
passenger conductors on steam or electric trains to 
be 2.90 cents per mile ; baggagemen, 1.87 per mile ; 
flagmen or rear brakemen, 1.80 per mile ; brakemen, 
1.74 per mile. 

IT IS AWARDED : ARTICLE A. 

On runs of 155 miles per day or over, the pay 
of passenger conductors on steam trains, or upon 
trains on which an electric locomotive is used, to 
be 2.9 cents per mile; assistant conductors or ticket 
collectors, 2.3 cents per mile; baggagemen, 1.65 
cents per mile; all flagmen and rear brakemen, 1.6 
cents per mile; brakemen, 1.6 cents per mile. These 
rates to obtain whenever the miles made at these 
rates in a day amount to a greater sum than the 
minimum day rates fixed by Article B. 

Example 1. A brakeman runs 159 miles at 1.6 
cents per mile, equalling f2.544 — minimum day's 
pay is greater, should be paid minimum day, |2.55. 

Example 2 : A brakeman runs 170 miles at 1.6 
cents per mile, equalling $2.72, which is greater 
than the minimum day's pay, should be paid |2.72. 
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PROPOSED BY EMPLOYES: ARTICLE B. 

On runs of less than 155 miles per day the pay 
of passenger conductors to be |4.50 per day; bag- 
gagemen, $2.90 per day ; flagmen or rear brakemen, 
12.80 per day; brakemen, |2.70 per day. 

IT IS AWARDED : ARTICLE B. 

On runs of less than 155 miles per day the pay 
of passenger conductors to be $4.50 per day; as- 
sistant conductors and ticket collectors, $3.57 per 
day; baggagemen, $2.75 per day; regularly desig- 
nated flagmen or rear brakemen, $2.60 per day; 
brakemen, $2.55 per day. 

In the meaning of this award, a passenger day 
begins at the time of reporting for duty for the 
initial trip. Daily rates obtain until the miles 
made at the mileage rates exceed these daily 
minima. 

Example: A conductor making 91 miles with- 
in a day is paid $4.50; a conductor maJking 221 
miles within a day is paid 221 x 2.9 cents, equalling 
$6,409. 

In Articles A and B the Board names rates to 
apply to Assistant Conductors and Ticket Col- 
lectors in passenger service, but does not create 
such classes wliere not named in schedules or 
agreements. 

The Board also names rates to apply to flagmen 
and rear brakemen in passenger service — ^in all 
cases to be paid to the man who is regularly desig- 
nated to perform the duties of rear trainman or 
flagman, regardless of his title in pay schedules. 

PROPOSED BY EMPLOYES: ARTICLE C. 

Passenger trainmen on short turn-around runs, 
no single trip of which, exceeds eighty miles, in- 
cluding suburban and branch line service, shall be 
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paid overtime for all time actually on duty, or held 
for duty in excess of eight hours (computed on 
each run from the time required to report for duty 
to end of that run), within ten consecutive hours, 
and also for all time in excess of ten consecutive 
hours, computed continuously from timfe first re- 
quired to report until final release at end of last 
run ; and will be computed for each employe on the 
basis of actual overtime worked or held for duty 
at the following rates : 

Conductors 45 cents per hour 

Baggagemen 29 cents per hour 

Flagmen or rear brakemen ... 28' cents per hour 
Brakemen 27 cents per hour 

(a) All other passenger trainmen shall be paid 
for overtime on the speed basis of twenty-five miles 
per hour, computed from the time required to re- 
port for duty until release at end of last run. Over- 
time will be computed on the basis of actual over- 
time worked or held for duty at the pro rata rate. 

(b) Eegularly assigned passenger trainmen who 
are ready for service the entire month and who do 
not lay off on their own accord shall receive the 
following minimum sums, exclusive of overtime or 
extra service, for the calendar month : 

Conductors |135.00 

Baggagemen 87.00 

Flagmen or rear brakemen 84.00 

Brakemen 81.00 

(c) When regular passenger men lay off of their 
own accord or are held out of service, e;xtra men 
will receive the same compensation regular men 
would have received, and the amount paid to the 
extra man will be deducted from the amount the 
regular man would have received had he remained 
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in service; the sum of the payments to men who 
may be used on the run equalling the monthly 
guarantee. 

IT IS AWARDED : ARTICLE C. 

(a) Passenger trainmen on short turn-around 
runs, no single trip of which exceeds 80 miles, in- 
cluding suburban and branch line service, shall be 
paid overtime for all time actually On duty or held 
for duty in excess of eight hours (computed on each 
run from the time required to report for duty to 
the end of that run) within twelve consecutive 
hours, and also for all time in excess of twelve con- 
secutive hours computed continuously from the 
time first required to report until finally released 
at the end of last run, and will be computed for 
each employe on the basis of actual overtime 
worked or held for duty. Time shall be counted 
as continuous service in all cases where the inter- 
val of release from duty at any point does not ex- 
ceed one hour. 

Example 1 : A crew makes two round trips from 
A to B, a distance of 60 miles for a round trip; they 
go on duty at A at 7 a. m., off duty at B at 9 a. m., 
on duty again at B at 10 :30 a. m., off duty at A at 
1 :00 p. m., on duty again at A at 2 :01 p. m., off 
duty at B at 3 :59 p. m., resume duty at B at 5 :01 
p. m., finally released at A at 7:00 p. m. This crew 
has made 120 miles and has worked and been held 
on duty eight hours and twenty-seven minutes witt 
in a consecutive period of 12 hours, and is entitled 
to a minimum day's pay and twenty-seven minutes 
overtime, at the overtime hourly rates. 

Example 2 : A crew in turn-around service, or, 
what is sometimes called shuttle service, with no 
period off duty in excess of one hour's duration, 
makes 170 miles in nine consecutive hours; should 
be paid 170 miles at the mileage rates plus one 
hour overtime at the overtime hourly rates. 
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Example 3 : A crew goes on duty at 7 a. m., re- 
leased at 7 p. m., and during this 12 hour period 
is relieved of duty one period of 4 hours and 1 
minute, or two or more periods over one hour each, 
aggregating more than 4 hours off duty; no over- 
time. 

Example 4 : Overtime accrues in less than a con- 
secutive 12 hour period whenever trainmen are on 
duty or held for duty more than 8 hours, exclusive 
of periods of 1 hour or more off duty. A crew 
goes on duty at 7 a. m., and off at 7:59 a. m., re- 
turns to duty at 9 a. m., and is relieved three times 
■{30, 40 and 59 minutes) between 9 a. m. and final 
release at 5 p. m., 1 hour is deducted from 7 :59 a. 
m. to 9 a. m., should be paid 59 minutes overtime 
at the overtime hourly rates. 

(b) The following are the overtime rates per 
hour for all passenger service : 

Conductors 45 cents per hour 

Assistant Conductors and 

ticket collectors 35.7 " " " 

Baggagemen 27.5 " " " 

Flagmen or rear brakemen . . 26. " " " 

BraJkemen . 25.5 " " " 

(c) Other passenger trainmen shall be paid for 
overtime on a speed basis of 20 miles per hour com- 
puted continuously from the time required to re- 
port for duty until released at the end of last run. 
Overtime wUl be computed on the basis of actual 
overtime worked or held for duty at the above rates, 
except that under the minimum day no overtime 
shall accrue to such passenger trainmen until the 
expiration of 7 hours and 45 minutes from time of 
first reporting for duty. 

Example 1 : On a straightaway run a crew runs 
a train from A to C; leaves A 9 a. m..as No. 1, ar- 
rives at B, 60 miles from A, at 12 noon. The crew 
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remains there imtil 3 p. m., then runs train No. 3 in 
same direction or at an angle from the directi(m 
train No. 1 runs, and arrives at C, 75 miles from B, 
at 6 p. m., a total distance of 135 miles ajjd a 
gpi-ead of 9 hours ; crew is entitled to overtime at 
the hourly overtime rates after 7 hours and 45 
mioiutes or 1 minimum day plus 1 hour and 15 
minutes overtime. 

Example 2 : A crew runs a train from A to B 
and returns to A, a distance of 180 miles for the 
round trip, going on duty at A at 7 a. m., and is 
released at A at 3 :50 p. m., time of trip made is 
less than average speed of 20 miles per hour; no 
overtime accrues. 

Example 3 : A run from A to B and return to 
A, a distance of 143 miles in each direction, spread 
is from 7 a. m. to 12 midnight, on continuous time 
and mileage, which would amount to 286 miles for 
the conductor, at 2.9 cents per mile, or $8,294; 
overtime at 20 miles per hour begins after 14 
hours and 18 minutes entitling the conductor to 2 
hours and 12 minutes overtime at 45 cents per hour 
or f 1.22 ; making a total for the trip and continuous 
time and mileage- of |9.51. If changed to a straight- 
away run in each direction he would be paid two 
minimum days at |4.50 each or |9.00. 

Example No. 4: A conductor makes a round 
trip from C to D, and returns to C, a distance 
of 165 miles ; on duty at C. at 7 :00 a. m., relieved 
at C, at 10 :00' p. m., 15 hours on duty or held for 
duty on the trip, overtime accrues after 8 hours 
and 15 minutes on speed basis of 20 miles per hour ; 
conductor is entitled to 165 miles at 2.9 cents per 
mile, or |4.785 plus 6 hours and 45 minues over- 
time at 45 cents per hour or $3.04, or |7.82 for 
the trip. 

Example No. 5 : A crew goes on duty at A at 8 
a. m., runs 50 miles to B, and goes off duty at 9 :45 
a. m., on duty again at B at 11 :00 a. m. ; and runs 
through A to C. distance of S.T miles, and goes off' 
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duty at 1 :30 P. M. ; resumes duty at at 4 :10 P. M. 
and runs 35 miles to A and is finally relieved at 
5:45 P. M. Total distance 170 miles; on a speed 
basis of 20 miles per kour, overtime accrues after 
eight hours and thirty minutes; conductor is en- 
titled to 170 miles at 2.9 cents per mile or $4.93 
plus one hour and fifteen minutes overtime at 45 
cents per hour, or 56 cents, or $5.49 for the trip. 

(d) Eegularly assigned passenger trainmen who 
are ready for ge^Fvice the entire month and who do 
not lay off of their own accord shall receive the fol- 
lowing minimum -sums, exclusive of overtime for 
th/e calendar month : 

Conductors $135.00 

Baggagemen 82.50 

Flajgmen or rear brakemen 78.00 

Brjakemen 76.50 

Extra service may be required sufficient to make 
up these guarantees and may be made between reg- 
ular trips; may be made on lay-off days; or may 
be made before or after the completion of a trip; 
if extra service is made between trips which go to 
make up a day's assignment such extra service will 
be paid for on the basis of miles or hours which- 
ever is the greater, with a minimum of one hour. 
Extra service before or after the completion of a 
day's work will pay not less than a minimum day. 

(e) When a regular passenger man lays off of his 
own accord or is held out of service, the extra man 
will receive the same compensation the regular man 
-n'ould have received, and the amount paid the 
extra man, or men, will be deducted from the 
amount the regular man would have received had 
he remained in service, the sum of the payments to 
the man, or men, who may be used on the run. 
equalling the monthly guarantee. 
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Example 1 : A man is on a run of 439 miles in 
one direction or 878 miles for a round trip ; lie is 
assigned for 9 round trips per month; he lays off 
1 round trip ; inasmuch as his entire service is paid 
on a mileage basis, he loses the actual number of 
miles he failed to mate, or 878 miles, and the extra 
man is paid for 878 miles. 

Example 2 : A conductor has a regular run a& 
follows y One day, 150 miles; he is paid a min- 
imum day's pay of $4.50; next day, he makes 300 
miles at 2.9 cents per mile or |8.70 ; he has a lay- 
over and is off the third day. There are ten cycles 
like this in a 30 day month. Ten round trips at 
113.20 for each trip equals |132.00. He is paid 
under the guarantee $135.00 for the month's work. 
If extra man fills this place on short day, he should 
receive the minimum day's pay, |4.50; on the day 
300 miles are made, he receives 300 miles at 2.9 
cents or |8.70; if he makes both service days 
representing the work done in the cycle, he should 
receive 3/28ths, 3/30ths, or 3/31sts of the |135.00 
monthly guarantee according to the calendar days 
in the month, the regular man's pay to be reduced 
accordingly. 

PEOPOSED BY EMPLOYES: ARTICLE D. 

Eeductions in crews or increases in mileage in 
passenger service from assignments in effect No- 
vember 1st, 1912, will not be made for the purpose 
of off -setting (or having the effect of off -setting) 
these increases in wages. 

IT IS AWARDED: ARTICLE D. 

Reductions in crews or increases in mileage in 
• passenger service from assignments in effect No- 
vember 1, 1912, shall not be made for the purpose 
of off-setting these increases in wages, but nothing 
in this award is understood to prevent adjustment 
of runs in short turn-around and suburban service 
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that are paid under minimum rules, for the pur- 
pose of avoiding payment of excess mileage, or 
overtime that would accrue under these rules with- 
out reducing the number of crews. Such runs 
may be rearranged, extended or have mileage 
changed by the addition of new train service; 
separate pools or assignments may be segregated 
or divided ; provided that crews are not taken off 
or reduced in number. Added mileage up to mile- 
age equalling the mileage rate divided into the 
guaranteed daily rate does not change, take from, 
or add to the minimum day's pay, and this added 
mileage is not to be construed as "increase in mile- 
age" within the meaning of this Article. For the 
purpose of avoiding payment of excess overtime 
on turn-around runs in passenger service when any 
part or leg thereof is over 80 miles, the Companies 
will be privileged to rearrange runs, combine 
pools or sets of runs, and may establish inter- 
divisional runs, excepting when this may be pro- 
hibited by provisions of existing schedules, such 
runs to be paid for in accordance with the mileage 
schedules of this award, but in no case less than the 
combination of trip rates in existence at the date 
of this award. 

PKOPOSED BY EMPLOYES: ARTICLE B. 

The increases herein requested to apply to all 
rates for special or incidental service or for classes 
of service not named herein, as specified in the 
individual schedules. 

IT IS AWARDED: ARTICLE B. 

For all special and incidental service in pas- 
senger and freight service not specifically covered 
by this award a percentage of increase is hereby 
granted as follows: 



Passenger conductors 8.2 % 

Baggagemen 6.4 " 

Passenger flagmen or rear brakemen .... 4.9 " 

Passenger brakemen 6.7 " 

Through freight conductors 10.1 " 

Through freight flagmen 5.7 " 

Through freight brakemen 10.3 " 

Local freight conductors 13.2 " 

Ijocal freight flagmen 7.1 " 

Local freight braliemen 11.1 
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It is hot the intention of this article to reclass- 
ify any service within existing schedules except as 
reclassified by this award, nor to increase special 
allowances based on the standard mileage, hourly, 
or daily rates. 

The Board finds itself unable from the evidence 
before it to make uniform rules for multiple unit 
electric service, but it is awarded that where stand- 
ard rates now obtain the standkrd rates fixed by 
this award shall apply, and where special rates ex- 
ist, that such special rates shall take the percent- 
age of increase given by this Article ; provided that 
in no case shall the rates so increased be carried 
above the standard rates fixed by this award. 

Where on any road lower rates than the stand- 
ard or prevailing rates were established by the 
Clark-Morrissey Award in 1910, the same percent- 
age of wage differentials will obtain under this 
award, btit all other conditions except rates will be 
Superseded by this Award. It is intended that in 
no case shall the rates so increased be carried aboVe 
th-^ slftnrlnrd rates fixed by this Award. 

This Board is uninformed as to the precise range 
of effect of the Clank-Morrissey Award. This Board 
does not intend to open up any question as to stand- 
ardization of rates not directly connected with the 
Clark-Morrissey Award. Any dispute arising out 
of this exception may be submitted to this Board 
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or a sub-committee thereof for final decision. Such 
submission shall be in writing. A statement should 
be agreed upon, and if not agreed upon, then the 
differences should be recited in detail. 

PEOPOSED BY EMPLOYES: AKTICLE F. 

Through and irregular freight service to be paid 
as follows : 

Conductors 4.18 cents per mile 

Flagmen 2.88 " " • " 

Brakemen 2.78 " " " 

Euns of 100 miles or less, either straightaway or 
turn-around, to be paid for as 100 miles. 

IT IS AWAEDED : AETICLE F. 

Through and irregular freight, work, construc- 
tion, snow plow, circus or wreck train service, to 
be i)aid as follows : 

Conductors 4.00 cents per mile 

Flagmen 2.67 " " " 

Brakemen 2.67 " " " 

Euns of 100 miles or less, either straightaway or 
turn-around, to be paid for as 100 miles. 

PEOPOSED BY EMPLOYES: AETICLE G. 

Way freight, pick up or drop, mine and roust- 
about service shaJ-l be paid as follows : 

Conductors 4.84 cents per^ mil« 

Flagmen 3.31 " " " 

Brakemen 3.21 " " " 

Eufljs of 100 miles or less either straightaway or 
turn-around to be paid as 100 miles. 
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IT IS AWARDED : ARTICLE G. 

Way freight, pick up or drop, mine and rousta- 
bout service shall be paid as follows : 

Conductors 4.50 cents per mile 

Flagmen 3.00 " " " 

Brakemen .^ 3.00 " " " 

Runs of 100 miles or less, either straightaway or 
turn-around, to be paid as 100 miles. 

PROPOSED BY EMPLOYES: ARTICLE H. 

Work, construction, snow-plow, circus or wreck 
train crews shall be paid as follows : 

lOonductors ?4.50 per day 

Flagmen $3.10 " " 

Brakemen |3.00 « « 

100 mUes or less, 10 hours or less, shall con- 
stitute a day's work; overtime to be paid as time 
and one half time. 

IT IS AWARDED : ARTICLE H. 

The services specified in this article shall be paid 
for in accordance with the provisions of Article F, 
of this Award, and at the rates therein specified. 

Example: In case a crew is now paid a way 
freight rate in work train or wreck service the 
conductor and the brakeman of such crew will de- 
termine whether they will hold their present wage 
or accept the rates as specified in Article F. 

PROPOSED BY EMPLOYES: ARTICLE I. 

In all freight, mixed and mine service, in- 
cluding pusher and helper service, 100 miles or 
less, ten hours or less, shall constitute a day's 
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work. On runs of 100 miles or less, overtime shall 
be paid for all time in excess of ten hours, and on 
runs of over 100 miles, overtime shall be paid 
for that time used in excess of the time necessary 
to complete the trip, at an average speed of ten 
miles per hour. The working time of trainmen 
shall begin at the time they are required to report 
for duty and do report, and shall eontinue until 
they are relieved from duty at end of run. Overtime 
shall be computed for each employe on the basis of 
actual overtime worked or held for duly, and be 
paid for at the rate of 15 miles per hour for the 
class of service performed. 

IT IS AWARDED : ARTICLE I. 

In all road service, other than passenger service, 
100 miles or less, ten hours or less, shall constitute a 
day's work. On runs of 100 miles or less, overtime 
shall be paid for all time in excess of ten hours; 
and on runs of over 100 miles, overtime shaU be 
paid for the time used in excess of the time neces- 
sary to complete the trip, at an average speed of 
ten miles per hour. The working time of trainmen 
shall begin at the time they are required to report 
for duty and do report, and shall continue until 
they are relieved from duty at end of run. Over- 
time for each employe shall be computed on the 
basis of actual overtime worked or held for duty 
and be paid for at the rate of ten miles per hour 
for the class of service performed. 

Crews in pool or irregular freight service may 
be assigned to make short trips and tum-arounds 
with the understanding that one or more turn- 
around trips may be started out of the same ter- 
minal and paid actual miles with a minimum of 
100 miles for a day, provided that the mileage of 
all the trips does not exceed 100 miles, and fur- 
ther provided that crews will not be started out 
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of terminals under this rule after having been on 
duty ten consecutive hours. 

PROPOSED BY EMPLOYES: ARTICLE J. 

The same percentage of increase as herein given 
in through freight service to be given also in milk, 
helper and other classes of service, whether special 
or incidental, as specified in the individual 
schedules. 

IT IS AWARDED : ARTICLE J. 

The services specified in this Article shall be paid 
for in accordance with the provisions of Article E, 
of this Award. 

PROPOSED BY EMPLOYES: ARTICLE K. 

Regularly assigned way freight, wreck, work and 
construction crews who are ready for service the 
entire month and do not lay off of their own accord 
will be guaranteed not less than 100 miles or ten 
hours for each calendar working day, exclusive of 
overtime. (This to include legal holidays.) 

IT IS AWARDED : ARTICLE K. 

Regularly assigned way freight, wreck, work and 
construction crews who are ready for service the 
entire month and do not lay off of their own ac- 
cord will be guaranteed not less than 100 miles or 
ten hours for each calendar working day, exclusive 
of 6vertime. ( This to include legal holidays. ) If 
through act of Providence it is impossible to per- 
form regular service, guarantee does not apply. 

Crews may also be used in any other service to 
complete guarantee when for any reason regular 
assignment is discontiued, but such service shall 
be paid for at schedule rates unless the earnings 
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from such rates would be less per day than would 
have been earned in regular assignment. 

PROPOSED BY EMPLOYES: ARTICLE L. 

Deadheading in freight or passenger service to 
be paid for at full rates for the class of service in 
which regularly engaged. Trainman running with 
light engines or engine and caboose will be paid 
full through freight rate. 

IT IS AWARDED : ARTICLE L. 

Conditions shall be maintained on the various 
roads in accordance with existing schedules, unless 
modified by mutual agreement. 

PROPOSED BY EMPLOYES: ARTICLE M. 

Unassigned freight crews held at other than their 
home terminals longer than 12 hours will be paid at 
the rate of ten miles per hour at the through freight 
rate for time so held, time to be computed from the 
time crews go oflf duty until one hour before the 
departure of the train on which they resume duty. 

IT IS AWARDED : ARTICLE M. 

Conductors and trainmen in pool freight and in 
unassigned service held at other than home ter- 
minal will be paid continuous time for all time so 
held after the expiration of 18 hours from the 
time relieved from previous duty, at the rate per 
hour paid them for the last service performed. If 
held 14 hours after the expiration of the first 28 
hour period, they will be paid continuous time for 
the next succeeding ten hours, or until the end of 
the 24 hour period, and similarly for each 24 hour 
period thereafter. Should a conductor or train- 
man be called for duty after pay begins, time will 
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Tje computed continuously. For the purpose of 
applying this rule the railroad CJompany will 
designate a home terminal for each crew in pool 
freight and in unassigned service. 

PEOPOSED BY EMPLOYES: AETIOLE N. 

Time and one-half will be paid to crews handling 
double headed trains of two engines; if more than 
two engines are used, or if either or both of the 
■engines used in double headed trains are of the 
Mallet type, double time will be paid. 

IT IS AWARDED: AETIOLE N. 

This request is denied. 

PEOPOSED BY EMPLOYES: ARTICLE O. 

The Chicago standard rates of pay to 
govern in all yards; ten hours or less to consti- 
tute a day's work, overtime to be paid as time and 
one-half, and be computed for each employe on 
the basis of actual overtime worked or held for 
duty, actual minutes to be counted. (The above 
rule not to apply to roads having a shorter work 
day.) 

IT IS AWAEDED : AETICLE O. 

The existing classifications of railroad yards 
in the East shall be maintained, with the right by 
mutual agreement between the management and 
the trainmen of any road to change the classifica- 
tion of a given yard, and the rate paid in each yard 
both for conductors and brakemen, shall be in- 
creased one cent per hour, but in no case shall it 
exceed the Chicago rates existing at the date of 
this award. 
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The request that overtime be paid as time and 
one-half is denied. Overtime shall be paid pro rata 
on the basis of actual minutes. Other rules and 
schedule provisions to remain unchanged. 

PROPOSED BY EMPLOYES: ARTICLE P. 

Upon roads having a better basis for a day's 
work or for payment of overtime, or other rates or 
allowances in passenger, freight, yard, mixed, work 
train service or other services, the adoption of the 
foregoing rates and rules shall not operate as a 
reduction thereof. 

IT IS AWARDED : ARTICLE P. 

The earnings of conductors and trainmen in 
any class of service shall not be diminished by the 
provisions of this award; and if the rates that 
were higher or the conditions that were better 
antecedent to this award are necessary to guar- 
antee this requirement, they shall be maintained. 
Neither shall the earnings of a conductor, or a 
trainman, in any class of service, be increased 
above what the higher rates of pay and the condi- 
tions that were better antecedent hereto guaran- 
teed them, by a combination of the rates herein 
established with the conditions antecedent hereto 
or vice versa. 

The Committees of the Conductors' and Train- 
men's organizations shall jointly decide whether 
they prefer the new rates and accompanying 
conditions or the old rates and accompanying 
conditions for each pool or set of runs, by taking 
up each schedule and eliminating therefrom every 
trip or special provision which is absorbed by this 
award. Such joint selections shall be made be- 
fore presentation of their desires to the manage- 
ment and shall apply alike to all trainmen in each 
pool, set of runs or assignments. 
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On presentation of the selection thus made to 
the management, they shall be governed by the 
basis herein defined, and in the event that the 
managing officer and the committees represent- 
ing the employes are unable to agree, such dis- 
putes shall be submitted to this Board, or a sub^ 
committee thereof for final decision. Such sub- 
mission shall be in writing. A statement should 
be agreed upon, and if not agreed upon, then the 
differences should be recited in detail. 

It is the intention of this article to assure to the 
men the option between what they now have as an 
entirety and the standard pay and conditions speci- 
fied by this Award, and every clause must be in- 
terpreted in harmony with this purpose. 

PROPOSED BY EMPLOYES: ARTICLE Q. 

Nothing in these proposals will be construed to 
change existing schedules or agreements, except as 
they are herein specifically amended. 

IT IS AWARDED: ARTICLE Q. 

Nothing in these proposals will be construed to 
change existing schedules or agreements, except 
as they are herein specifically amended. 

(Signed) SETH LOW, Chairman, 
(Signed) JOHN H. FINLEY, 
(Signed) W. W. ATTERBURY, 
(Signed) A. H. SMITH, 
(Signed) L. E. SHEPPARD, 
(Signed) D. L. CEASE, 

Arbitrators. 
Attest : 

H. S. MiLSTEAD, 

Secretarv. 
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MINOEITY REPORT OF L. E. SHEPPAED 
AND D. L. CEASE, REPRESENTING THE 
ORDER OF RAILWAY CONDUCTORS AND 
THE BROTHERHOOD OF RAILROAD TRAIN- 
MEN. 

In submitting this report, we do so without in- 
tent to, in any way, reflect upon the position 
taken by the neutral members of tte Board. In 
our opinion they have judged each question im- 
partially, and, while in certain instances we feel 
obliged to dissent, we do so with the fullest con- 
fidence in the fairness of the Hon. Seth Low and 
Mr. John H. Finley, to whom we are immeasur- 
ably indebted for weeks of patient, considerate, 
analytical study of the propositions under advise- 
ment; we fully appreciate the great service they 
have given to the public and our organizations, 
and we most sincerely thank them for it. 

In referring to arbitration, the dififerences aris- 
ing out of this wage movement, the employes did 
not expect the propositions suhmitted by them 
would receive the unanimous approval of the 
Board of Arbitration. They, however, did expect 
that rates and conditions existing in other recog- 
nized wage territories would be giveii due allow- 
ance in fixing rates and conditions for the terri- 
tory to be governed by the terms of this award. 

It is true that railway wage differentials exist. 
The rates paid in the West have always exceeded 
the rates paid in both the East and the South, 
while the rate paid in the South prior to 1910 was 
lower than the rate paid in the East. Since then 
the wage territorial differentials have changed ; the 
lowest rates now paid are in the territory under 
consideration, in face of the fact that to change 
the situation extremely low wage competition had 
to be met in the South. 

The Eastern Territory is the largest railway di- 
vision represented in the three railway wage zones 
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as to business perfonned, miles operated and men 

employed. Tlie difference in rates of pay and hours 
of service continue to a very material degree to 
the comparative disadvantage of the East. For 
these reasons herein briefly given we cannot agree 
that the terms of the award as a whole are either 
equitable or sufficient. 

Two great principles not conceded by this award, 
namely, that of payment of time and one-half time 
for overtime, and increased compensation for 
double-heading, naturally will prove a disappoint- 
ment to the men who firmly are convinced through 
their own experiences that the justice of their 
claims for extra compensation for both services is 
exceptionally; well founded and, in addition, they 
compare their own pro rata time allowances for 
such service with the extra allowances granted to 
employes in other occupations. 

Eailway transportation employes quite properly 
have Contended for time and one-half for overtime. 
The contention is raised by the railways that over- 
time does not add to the productivity of the em- 
ployer. Literally speaking, this may be true but 
when it is understood that the employe gives the 
full measure in miles and hours bargained for be- 
fore his overtime payments begin, the justice of ask- 
ing for extra allowances seems to be established. 
Overtime, from the point of view of the employer, 
does not add to his productivity, but if train and 
yard men stopped work at the end of their regular 
daily periods the productivity of the employer 
would cease altogether. The railways may not re- 
ceive additional pay for delayed trains, but train 
delay is not the fault of the man and, therefore, he 
is fully justified in asking for extra pay when extra 
service, which is wholly in the interest of the em- 
ployer, is demanded. 

It is reasonable to contend that additional ser- 
vice is given at extra mental and physical cost to 
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the employe, therefore, if such service is demand- 
ed it is only fair that the men be reimbursed in 
some proportion for it. Eailway employes have not 
asked for a shorter work day. They have expressed 
their willingness to work a day of ten hours, so 
that it does not appear unreasonable for them to 
ask that after a day of an exceptional number of 
hours, as compared with other occupations which 
receive time and one-half for overtime, that they 
should be insistent in their demand that they be 
paid likewise for overtime service. 

The men believe that if an increased overtime 
rate is paid, the demand for it will be reduced ma- 
terially. They base their reasons on the fact that 
before overtime was paid there was no limit to the 
time demands made upon the men and that after 
it was paid, the railways largely discontinued prac- 
tices that made it necessary. The contention that 
overtime cannot be regulated by the railways is not 
wholly sustained as it applies to men in road ser- 
vice and as it applies to yard service little justi- 
fication for the practice is in evidence. 

The practice of double-heading without extra pay 
is objected to by the man on the ground that his 
productivity has increased as compared with other 
branches of the transportation service with whom 
he is directly employed and that responsibility 
and hazard have been increased without addition- 
al compensation. Train employes not only have to 
give extra service in proportion to the increased 
Size of the engine but to the increased number of 
engines used with one train crew. These are 
among the reasons train employes object to per- 
forming service with several engines and one train 
crew. This is another instance in which the em- 
ploye believes that the machine was made for the 
benefit of the man rather than that the man was 
made for the benefit of the machine. 
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It may be uneconomic for the railways not to 
move tlie heaviest possible tonnage in one train, but 
it is equally uneconomic for the man to increase 
his comparative productivity without remuneration. 

It was hoped that there might be a uniform wage 
rate established for the greater part of the country, 
but, according to the prevailing opinion of the 
Board it could not be so awarded. The fact that a 
majority of the Board would not consider rates of 
pay, cost of living, productivily, hazard, or service 
conditions generally, prior to the award of 1910, 
limited to a material degree much of the evidence 
submitted by the men. This same position was 
taken to the effect that the rate differentials estab- 
lished by the Clark-Morrissey Award could not be 
disturbed. The present award as it applies to dif- 
ferentials was made to conform thereto. We be- 
lieve that certain reasons influencing the findings 
of the Clark-Morrissey Award are not in evidence 
at this time and that in continuing them, it is done 
to the unwarranted disadvantage of the men. 
Should succeeding Boards of Arbitration hold to 
the same opinion as accepted by this Board to the 
effect that, any settlement ends all argument 
as to the conditions existing at the time it 
was made and cannot be considered in further arbi- 
trations, it would mean no further increases in 
wages nor changed conditions unless they were 
voluntarily given or were based solely on estab- 
lished causes following the last award. Arbitra- 
tion usually has meant compromise, and it is fair 
to assume that even the most careful mind might 
be influenced by the spirit of compromise rather 
than by absolute justice. Further, governing con- 
ditions at the time an award is handed down may 
have entirely changed before another award is 
made and fully warrant the consideration of evi- 
dence dated prior to a previous award. Neither 
the differentials established by the 1910 award nor 
their continuance meet with our concurrence. 
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The representatives of the men declined to vote 
on Articles D and P, which were the "saving 
clauses" in the propositions submitted. The ques- 
tion of their being included in the propositions to 
be arbitrated was discussed during the public 
hearings and afterward. It was clear that there 
was a misunderstanding as to their being excluded 
from the articles submitted for arbitration. Ac- 
cepting the position taken by the Presidents of the 
Conductors' and the Trainmen's Organizations, and 
a sub-committee of ten, five each from the two 
organizations represented, based on an understand- 
ing had with the Government Mediators, that, the 
articles were not subject to arbitration, we de- 
clined to accept them as subjects for arbitration. 

The representatives of the men "briefly refer to 
their non-concurrence with the decision of the 
majority of the Board in the several articles as 
shown by the determining vote. Eates fixed for 
certain occupations are below wages paid for like 
service in all other territories. Yard rates fixed 
under exceptionally low wage competitive condi- 
tions in the South could not be accepted by the em- 
ployes in the East who looked to a territory for 
their basis of yard rates where service, rules and 
standards of living were comparatively alike and 
free from racial competition. It is further believed 
that yards in like territory or the same district 
should pay the highest rate paid in any one yard 
in that district. 

In expressing our dissent from the terms of the 
award we do so with a full understanding of the 
advantages that have come to the Conductors and 
Trainmen through it, but we are not unmindful of 
the fact, that rates and conditions of service have 
not been made uniform with any territory except, 
for comparatively few of the men. 

In signing the report, therefore, it is to be under- 
stood that the award, as a whole, does not meet 
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with oiir approval, but that it is accepted in 
good faith for the men we have represented and 
submitted for their concurrence and compliance 
with each article as it has been awarded. 

(Signed) L. E. SHEPPAED. 
(Signed) D. L. CEASE. 
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DISSENTING OPINION OF AEBITEATORS 
ATTERBUEY AND SMITH. 

After two months of arduous effort with our 
colleagues on the Board we must express our ap- 
preciation of them. This appreciation is perhaps 
measurably more due to the two disinterested 
members of the Board because of the fact that they 
have had necessarily to approach the subject and 
technical details without any previous experience. 
Whatever merit the award may find with the con- 
tending parties or the public, there can be no doubt 
it is the result of the conscientious, fairminded 
and exhaustive effort on the part of the members 
of this Board, and it is with regret that we feel 
constrained to thus separately express our views,, 
because of the serious consequences which we feel 
are apt to result from its decision. 

The men asked for the Western rates of pay : 

1. In the name of standardization. 

2. On account of the increased cost of living. 

3. On account of increased risk, labor and re- 
sponsibility. 

4. On account of increased productivity of a 
train crew. 

5. On the ground that the profits made by the 
railroads in recent years have increased out of 
proportion to wages. 

The Board' has awarded approximately a seven 
per cent, increase amounting to nearly |6,000,000. 

(1) It states "that it cannot be controlled in its 
findings by the argument for standardization al- 
though it may be influenced by it." 

(2) It "finds that there has been a substantial 
increase in the cost of living since adjustment of 
1910," but says: "The Board does not found its 
action eiitirely on the increased cost of living 
though it looks upon this as basic." 
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(3) a. It states that "all the statistics available 
indicate that the risk to trainmen in later years is 
decreasing rather than increasing." 

b. It states that "it is not convinced that the 
labor in handling the trains of to-day is any 
greater now than in 1910 when the last adjustment 
was made." 

c. It "believes that there has been a certain in- 
crease in responsibility," but "it is impossible to 
state quantitatively how great this increase of 
responsibility is as compared with the responsi- 
bility conductors and trainmen had to bear in 1910 
at the time of the last settlement." 

(4) It finds "that the extra productivity of the 
train crew comes from the increased number of 
engines" and "not from any contribution of extra 

. productivity by the train crew itself." 

(5) It "finds itself unable to relate the facts in 
this class of exhibits {i. e., the exhibits of the em- 
ployes as to profits and wages) to the question of 
wages in such a way as to found there upon specific 
increases in rates of pay." 

Without correlating the above with "other ele- 
ments" mentioned, all of which the Board states 
are "impossible to quantitatively measure" it be- 
lieves that taken together they justfy an increase 
in wages in the total of seven per cent. 

We dissent from this award: 

1st. Because "standardization" is chimerical 
and uneconomic. 

2nd. Such increased cost of living as has oc- 
curred is not sufficient to justify the increase 
granted. 

3rd. Statistics prove that "risk" has decreased; 
prove that "hours of labor" have decreased; the 
weight of evidence is that "labor" has not in- 
creased; and we cannot agree that it has been 
proven that anything so intangible as "responsi- 
bility" has been increased. 



4th. The conductors and trainmen are but one 
of the many factors in efficient railroad operation, 
and are no more responsible for increased produc- 
tivity than any other class of railway labor. 

The seven per cent, additional wages granted by 
this award', wMch wiU cost the railroads $6,000,000 
a year, is in addition to the $4,000,000 recently 
added to railway expenses through extra crew laws 
passed in this territory at the behest of these labor 
organizations. Thus, a total of $10,000,000 an- 
nually is added to the pay of trainmen without 
additional service being received by the railroads 
or the public. 

The annual burden of $6,000,000, which the 
award imposes, as well as the additional $4,000,000 
must necessarily precede all fixed charges. The 
sum of $6,000,000 represents the annual inter- 
est at five per cent, upon $120,000,000 capital, 
and this annual burden is thrust upon the railroad 
companies at a time when'tbe public should have 
increased and improved facilities and when the 
difficulties of raising new capital are daily increas- 
ing. 

We believe that every class of employes should 
be properly and equitably treated. This award, 
further widening the disparity between trainmen's 
wages and those in other lines, adding to wages 
already unduly high, makes equitable treatment of 
all employes difficult if not impossible. 

We hope that the Board's conclusion that their 
action may result in a greater contentment and a 
greater stability of rates of wages within the East- 
em and Southeastern Territories will be realized, 
but we fear the result of this arbitration cannot 
but further encourage that continual round of 
wage demands upon the railways which regularly 
involve strike votes, public anxiety, mediation, 
arbitration and compromise. It has been an end- 
less chain process, one section of the country being 
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exploited by means of another; railway employes 
previously satisfied have been stirred into restless- 
ness by other classes of labor receiving unjustified 
wage increases. 

We are in accord with the Board's opinion that 
some competent Government body should make a 
study of the proper economic basis for the fixing 
of wages. 

It is most unfortunate that the railways should 
be compelled to divert further sums from the es- 
sential investments — ^improved signals, elimination 
of grade crossings, heavier track and bridge struc- 
tures, steel cars and other improvements absolutely 
necessary to the highest state of safe operation and 
to greater safety of the pilblic and the employes 
themselves. 

We had hoped that this arbitration would bring 
the wage problem more nearly to a solution, but 
we cannot subscribe to the reasons advanced for 
the conclusions reached, and, therefore, feel con- 
strained to dissent therefrom. 

Standardization. 

The prevailing opinion of the Board is that 
standardization between the east and the west is 
impossible at present, and with this we thoroughly 
agree. The requests of the men in the east hav6 
been for years for prevailing western rates, but as 
soon as any increases in the east have been ob- 
tained, efforts are immediately transferred to other 
territories and by various methods they attempt 
to have the old differentials restored. The en- 
gineers and firemen recently received increases in 
the east and are now in the west demanding in- 
creases there. The award recognizes this condi- 
tion and there is not the slightest assurance that 
such practices will not continue. So long as they 
do, standardization between territories is chimeri- 
cal, impracticable and uneconomic. 



65 

Furthermore, this differential of the west over 
the east not only exists for train service employes, 
but is also found in industrial occupations. United 
States Bureau of Labor Statistics, Bulletin No. 
131, shows that the weekly earnings of twenty-one 
industrial occupations in the west have a differen- 
tial over same occupations in the east, of from 
6 to 22 per cent., with an average of 15 per cent. 

On October 9th, after having heard evidence 
from September 11th, the Board requested both 
parties to the controversy to compare conditions 
in the eastern and western territories and stated 
that this was a "question as to which the Board 
must satisfy its own conscience and the public judg- 
ment in their decision" (testimony, pages 1879 and 
1881). 

Such evidence as was submitted bore on a com- 
parison between western and eastern conditions 
and consisted in the main of opinion that it was 
worth as much to work in one territory as the 
other. To characterize this as evidence is to digni- 
fy it beyond merit. That the Board recognized this 
is evident by their looking to the southeast for 
rates and ignoring the western rates. The condi- 
tions in the southeast were incidentally referred 
to, but in no sense were such references in the 
nature of proof. The awarded rates are approxi- 
mately those in effect in the southeast. With this 
entire lack of evidence of justification for the west- 
ern or southeastern rates by themselves or their 
application in the east we believe the Board should 
have considered only the adequacy of the present 
rates in the East. Statements submitted of the 
actual earnings of the employes on all railroads in- 
volved in these proceedings prove that they were 
being liberally compensated under existing sched- 
ules (Railroad Exhibits 6, 7, 8 and 9). 

The awards states "This Board believes that be- 
fore standardization of pay can be brought about 



66 

between the East and West in any of the Brother- 
hoods, the Brotherhood concerned should formally 
and officially commit itself to the policy of stand- 
ardization between the East and West. In the ab- 
sence of such accepted policy, were this Board to 
place the pay of conductors and trainmen in the 
East, as they are asked to do, on the Western basis, 
such an increase of wage scale in the East might, 
simply serve, in the prevailing opinion of the Board, 
to bring about a new movement in the West to 
secure the old differential as against the East." 

In awarding the rates decided upon, which, as 
stated, are approximately the Southeastern rates, 
the award further states, "The Board believes that 
its action will make for stability in the rates of 
pay as between these two territories; and that it 
is an advantage worth the cost to eliminate from 
the wage problem of the railroads one of the dif- 
ferentials now existing." It is not clear why it is 
taken for granted that the railroad employes in 
the Southeast will view their differential from any 
different standpoint as to propriety or justifica- 
tion than is recognized would likely be done by 
the railroad employes in the West. 

In awarding the increase in the East, which it is 
stated has been done with a view to removing the 
differential of the Southeast, the differential with 
the West will have decreased and, judging by past 
experience and as has been apparently recognized 
by the Board, the Western employes will feel justi- 
fied in asking for a corresponding increase in their 
rates for the purpose of preserving the former dif- 
ferential. 

Nor is the Board consistent in their attitude on 
standardization. It was quite within the province 
of the Board to have standardized, within the 
Eastern Territory. Rates and conditions are so 
inextricably mixed as to make it inequitable to 
standardize one without standardizing the other, 
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yet the Board has standardized neither, although 
by the establishment of so-called standardized 
rates it might have been supposed that at least one 
were standardized. 

The employes have argued that Articles D, P 
and Q were not to be arbitrated, but as both sides 
to the controversy had committed themselves to the 
submission of the whole matter to arbitration un- 
der the Newlands Act, which superseded the Erd- 
man Act, the Board were finally convinced that all 
articles were subject to arbitration. The Board, 
therefore, could have standardized rates and 
their accompanying conditions throughout this en- 
tire territory. 

Most of the large systems have been made up of 
small lines. On which varying rates and conditions 
originally existed. In the combination or con- 
solidation the employes have intelligently taken 
the high rates from one portion of the line and 
applied them where possible to other portions of the 
line where low rates existed, and where conditions 
were better on one portion of the line they have 
attempted to apply these conditions to other por- 
tions where less desirable conditions existed. As 
this has existed within the systems themselves, the 
same difeerential existed as between the systems 
and even to a more marked degree. In previous 
arbitrations, and in all settlements, the employes 
have never been ready to accept standardization, 
although always professing it, but claiming that 
the high spots should be allowed to continue and 
the low spots brought up. If impossible to standard- 
ize within any one territory, how probable is it 
that standardization will be attained between terri- 
tories? If standardization had been seriously con- 
sidered by the Board itself or by the employes in 
the Eastern Territory, the whole territory could 
have been standardized by this award, i 
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Cost of Living'. 

The expression "cost of living," as it was general- 
ly used in these proceedings, is to some extent mis- 
leading. The tables presented related to foodstuffs 
alone, wjiich both parties agree represents only 40 
per cent, of the total cost of living. It has not been 
shown that the other items such as clothing, shelt- 
er, etc., entering into the cost of living have in- 
creased at all. The figures on page 10, U. S. De- 
partment of Labor Statistics, Bulletin No. 131, 
submitted in evidence, show that the cost of food 
products in the North Atlantic Division has in- 
creased 13.4 per cent, since 1910; foodstuffs rep- 
resenting 40 per cent, would indicate an increase of 
5.36 per cent, in the total cost of living, which was. 
the basis upon which we voted tentatively for an 
increase as appears in the appendix. In view of 
the Board taking the position that nothing ante- 
cedent to the settlement of 1910, can be considered, 
with which we agree, we are unable to see why the 
increase of 7 per cent.- in the compensation to the 
employes should be granted, even if it be assumed 
that the increase in the cost of living is a proper 
basis therefor. Furthermore, if objection be made 
to the 1910 basis, it is shown on page 7 of the 
Eeply Brief of the railroads that the cost of food 
products in the North Atlantic Division increased 
30 per cent, and in the North Central Division 36.5 
per cent, from 1902 to 1912, while during the 
same period the average annual compensation of 
conductors increased 37.97 per cent., of other train- 
men 52.33 per cent., and of conductors and train- 
men combined 47.64 per cent. 

Increased Risk, Labor and Respon- 
sibility. 

Under its findings as to risk, labor and responsi- 
bility and referring particularly to risk, the Board 



refers to the men's exhibit No. 4, making a com- 
parison of the number of employes injured and 
killed in the various years and summarizes the 
showing in the following language: "Broadly 
speaking, all the statistics available indicate the 
element of risk to trainmen in later years is de- 
creasing rather than increasing." Further discus- 
sion of this part of the situation would be super- 
fluous. 

Th witnesses on behalf of the employes were un- 
able to demonstrate that there had been any in- 
crease in the labors in connection with the move- 
ment of trains since 1910, when the last adjust- 
ment of wages was made. Bailroad Exhibit No. 
42, showing second, third and fourth main track 
in 1912 compared with 1910 shows a steady in- 
crease in such additional tracks. It was also ad- 
mitted that the constantly increasing installation 
of interlocking plants, automatic block signals, in- 
creased tei^inal facilities, improvements in equip- 
ment such as automatic couplers, air brakes and 
the increase in the percentage of steel and steel 
underframe equipment, all tend to lessen the la- 
bor performed by the train crew. 

Witness Garretson stated on October 9th, page 
1926: "I would not set up or assert any organic 
charge as existent between 1910 and 1913." 

The general trend of the testimony of the wit- 
nesses for the employes was that the responsibility 
was in proportion to the cars handled. The Board 
states: "It is impossible to state quantitatively 
how great this increase of responsibility is as com- 
pared with the responsibility conductors and train- 
men had to bear in 1910." The award further 
states : "The Board does believe, however, that there 
has been a certain increase in responsibility placed 
especially upon the conductor with the increased 
length of passenger trains and the increased size 
of loads on freight trains." The increased load on 
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freight trains (tons per freight train mile) in- 
creased only 2.4 per cent, from 1909 to 1911 (Rail- 
road Exhibit No. 33). Furthermore, U. S. Bureau 
of Labor Statistics, Bulletin No. 131, shows that the 
increase in weekly earnings of twenty-one industrial 
occupations in the East has been 4.6 per cent, since 
1909 and 2.3 per cent, since 1910. Since 1909 the 
jsp^ages of conductors and trainmen have been in- 
creased 14.2 per cent., showing that they have been 
far more liberally treated than employes in indus- 
trial occupations. 

Increased Productivity. 

The arguments of tte representatives of the em- 
ployes under this heading were most contradic- 
tory, irrelevant and intangible. They confounded 
ton miles per mile of road, ton miles and train 
miles indiscriminately. There is but one unit il- 
lustrative of productivity and that is tons per 
train mUe. The tons per train mile are arrived 
at by dividing the tons per one mUe by the train 
miles. The tons per train miles are more largely 
controlled by the character of the commodities; 
the balancing of movements in both directions on 
the division, the availability and size of motive 
power and equipment, the terminals, track and dis- 
patching facilities. To none of these factors do 
the employes on the train contribute one iota and 
without them the increase in the train load of 2.4 
per cent, in tJie two years quoted would have 
been absolut«;ly impossible. It is evident that so 
far as the employes have anything to do with the 
train load, the conductors ajid trainmen represent 
but a very trivial factor and to endeavor to cal- 
culate the increase in wage due to this element 
in the situation is utterly impracticable (testi- 
mony, pages 1436-1437). 

From the statement of the facilities and equip- 
ment necessary for the train load, it will be appar- 
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ent that all employes connected with the several 
departments, such as car repairers, car inspectors, 
track repairers, track foremen, station employes 
properly loading cars, train dispatchers getting 
trains over the road, telegraph operators assisting 
in this process, machinists in repairing locomo- 
tives, car builders and locomotive builders build- 
ing new equipment, yard clerks properly loading 
trains, supervision including all forces involved 
ther'ein and in addition to all train employes, 
stockholders and bondholders who furnish the 
money for modern facilities and equipment; all of 
these contribute to increased productivity. 



(Signed) W. W. ATTERBURY. 
(Signed) A. H. SMITH. 
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The Vote on the Articles. 

The rates included in these Articles, except Article F, were first adopted 
tentatively, the representatives of the Railroads explaining that, in voting 
for the rates named, they did not intend to commit themselves finally. 
Subsequently, by a blanket vote, the rates named in all of the Articles, except 
Article F, were formally adopted, by the votes of Arbitrators Low, Finley, 
Sheppard and Cease; Arbitrators Atterbury and Smith voting no. Article 
F was then voted upon as the record shows. 



ARTICLE A. 



Low 

Sheppard 

Finley 

Smith 

Atterbury 

Cease 

Summary : 

4 votes— 2.90 
2 votes— 2.83 



Con. 
(Cents) 
2.90 
2.90 
2.90 
2.83 
2.83 
2.90 



Bg'm. 
(Cents) 
1.65 
1.65 
1.65 
1.64 
1.64 
1.65 



4 votes — 1.65 
2 votes — 1.64 



Fm. 
(Cents) 
1.60 
L60 
1.60 
1.60 
1.60 
1.60 



Bk'm. 

(Cents) 
1.60 
1.60 
1.60 
1.60 
1.60 
1.60 



6 votes — 1.60 6 votes — 1.60 



Asst. C. 
or C. 

(Cents) 
2.30 
2.30 
2.30 
2.27 
2.27 
2.30 

4 votes— 2.30 
2 votes— 2.27 



NEW YORK CENTRAL DIFFERENTIAL. 



Low 

Finley 

Smith 

Atterbury 

Sheppard 

Cease 

Summary : 



2.60 
2.60 
2.60 
2.60 



1.49 
1.49 
1.49 
1.49 ' 
No Differential 



1.46 
1.46 
1.46 
1.46 



1.43 
1.43 
1.43 
1.43 



2.30 
2.30 
2.30 
2.30 



4 votes— 2.60 4 votes— 1.49 4 votes— 1.46 4 votes— 1.43 4 votes— 2.30 



ARTICLE B. 



Low 

Sheppard 

Finley 

Smith 

Atterbury 

Cease 

Summary : 

4 votes — 4.50 
2 votes— 4.43 



$4.50 
4.50 
4.50 
4.43 
4.43 
4.60 



$2.75 
2.90 
2.75 
2.75 
2.75 
2.90 

4 votes— 2.75 
2 votes— 2.90 



$2.60 
2.75 
2.60 
2.60 
2.60 
2.75 

votes— 2.60 
votes— 2.75 



4 votes- 
2 votes- 



$2.55 
2.65 
2.55 
2.55 
2.55 
2.65 

-2.55 
-2.65 



$3.57 
3.57 
3.57 
3.52 
3.52 
3.57 

4 votes— 3.57 
2 votes— 3.52 



ARTICLE C— (Paragraph A.) 

For request as amended : Low, Sheppard, Finley, Cease — 4 votes 
Against request as amended : Smith, Atterbury — 2 " 
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ARTICLE C— (Paragraph B.) 
Overtime. 



Low 1.45 $.275 


$.26 


Sheppard .45 .275 


.26 


Finley .45 .275 


.26 


Smith .443 .275 


.26 


Atterbury .443 .275 


.26 


Cease .45 .275 


.26 


Summary : 




4 votes— .45 6 votes— .275 


6 votes— .26 


2 votes — .443 





6 votes- 



^.255 




$.357 


.255 




.357 


.255 




.357 


.255 




.352 


.255 




.352 


.255 




.357 


-.255 


4 votes- 


-.357 




2 votes- 


-.352 



ARTICLE C— (Paragraph C.) 

Overtime Speed Basis. 
20 miles per hour— Low, Finley, Smith, Atterbury— 4 votes 
25 " " " —Sheppard, Cease 2 " 



Con. 
Low $135.00 

Sheppard 135.00 
Finley 135.00 

Smith 
Atterbury 
Cease 135.00 

Summary : 

4 votes— 135.00 



ARTICLE C— (Paragraph D.) 
Guarantee; Thirty-day Basis. 

Bg'm. Fm. Bk'm. 

$82.50 $78.00 $76.00 

82.50 78.09 76.50 

82.60 78.00 76.50 

Voted for No Guarantee 
(t ft II (( 

82.50 78.00 76.50 

4 votes— 82.50 4 votes— 78.00 4 votes— 76.50 
2 voted for no guarantee 



ARTICLE D. 

For request as amiended: Low, Finley, Smith, Atterbury — 4 votes 
Declined to vote: Sheppard, Cease — 2 " 



ARTICLE E. 

For request amended as to percentages: Low, Finley, Smith, 

Atterbury, Sheppard, Cease 6 votes 

For remainder of Article as awarded: Low, Finley, Stnith, 

Atterbury — 4 votes 

Against remainder of Article as awarded : Sheppard, Cease — 2 votes 
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ARTICLE 


F. 


Con. 


Fm. 




Bk'm. 


(Cents) 


(Cents) 




(Cents) 


■Low 4.00 


2.67 




2.67 


Sheppard 4.00 


2.67' 




2.67 


Finley 4.00 


2.67 




2.67 


Smith No. 


No. 




No. 


Atterbury " 


(( 




(( 


Cease 4.00 


2.67 




2.67 


Summary : 








4 votes^^.00 


4 votes— 2.67 


4 votes— 2.67 


2 voted No. 










ARTICLE 


G. 


Con. 


Fm. 




Bk'm. 


(Cents) 


(Cents) 




(Cents) 


Low 4.50 


3.00 




3.00 


Sheppard 4.50 


3.00 




3.00 


Finley 4.50 


3.00 




3.00 


Smith 4.20 


2.96 




2.85 


Atterbury 4.20 


2.95 




2.85 


Cease 4.50 


3.0O 




8.00 


Summary : 








4 votes — 4.50 


4 votes— 3.00 


4 votes— 3.00 


2 votes— 4.20 


2 votes— 2.95 


2 votes— 2.85 




ARTICLE 


H. 



For including in F with same rates and conditions: 

Low, Finley, Smith, Atterbury — 4 votes 

Against including in F with same rates and conditions : 

Sheppard, Cease — 2 votes 

ARTICLE I. 

10 miles per hour — Low, Finley, Smith, Atterbury — 4 votes 

15 miles per hour — Sheppard, Cease — 2 " 

ARTICLE J. 

For request as amended : Low, Finley, Smith, Atterbury, 

Sheppard, Cease — 6 votes 

ARTICLE K. 

For request as amended : Low, Finley, Smith, Atterbury, 

Sheppard, Cease — 6 votes 



ARTICLE L. 

For request: Sheppard, Cease — 2 votes 

For request as amended : Low, Finley, Smith, Atterbury — 4 " 
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ARTICLE M. 

For request: Sheppard, Cease— 2 votes 

For request as amended : Low, Finley, Smith, Atterbury— 4 " 

ARTICLE N. 

For request: Sheppard, Cease — 2 votes 

Against request: Low, Finley, Smith, Atterbury— 4 " 

ARTICLE O. 

For request: Sheppard, Cease — 2 votes 

Against request: Low, Finley, Smith, Atterbury 4 " 

For amended proposition : Low, Finley, Sheppard, Cease — 4 votes 
Against amended proposition: Smith, Atterbury — 2 " 

ARTICLE P. 

For request as amended : Low, Finley, Smith, Atterbury — 4 votes 
Declined to vote: Sheppard, Cease — 2 " 

ARTICLE Q. 

As requested : Low, Finley, Smith Atterbury, 

Sheppard, Cease — 6 votes 



A P P E N 

DATE AND PER CENT OF GENERAL 



D I X 



WAGE INCREASES, 1910 AND 1911 



Railroad 


Date 


Engineers 
Per Cent. 


Firemen 
Per Cent. 


Conductors 
Per Cent. 


Trainmen Yardmen Conductors 
Per Cent. Per Cent, and Trainmen 
Per Cent. 


Conductors 

Trainmen 

and Yardmei 

Per Cent 


Remarks 
1 


Baltimore & Ohio and 


Mar. 1, 1910 






6.74 


7.65 7.11 






Baltimore & Ohio 


Apr. 1, 1910 


8.03 


9.04 










Southwestern 


Sept. 1, 1910 


, . 






6.30 








July 1, 1911 


1.9G 


1.96 










Bessemer & Lake Erie 


















May 1, 1910 


8.70 


9.09 


8.19 


11.37 \Itwliided int 
9.30 ] Cols. 3 tG // [ 




Road service. 




May 1, 1910 


10.00 


13.62 


8.96 




Yard service. 


Boston & Albany 


















Apr. 1, 1910 


12.00 




20.00 


28.00 38.00 








May 21, 1910 




21.00 










Boston & Maine 


Apr. 17, 1910 

May 1, 1910 

May 8, 1910 


11.90 


24.90 




17.08 23.17 






Buffalo, Rochester & Pittsburg 
















June 1, 1910 




13.00 






Other information not reported. 


Buffalo & Susquehanna 


Nov. 1, 1910 

Sept. 1, 1911 

Mar. 15, 1911 

Jan. 1, 1912 


l.f).70 
4.00 


20.50 


13.80 
4.40 


12.30 35.30 
4.00 8.20 






Central New England 


May 15, 1910 

July 3, 1910 

July 10, 1910 


7.00 


15.00 






22.00 




Central Railroad of New Jersey 
















Apr. 1, 1910 


. . 


7.50 


19.00 


37.00 19.50 








May 1, 1910 


8.20 














Aug. 1, 1911 


5.00 


6.80 










Chicago, Indiana & Southern 
















Sept. 1, 1910 


8.30 


6.30 










Chicago, Indianapolis & Louisville 












Information not reported. 


Chicago, Terre Haute & Southeastern 
















June 14, 1910 


, . 


26.00 








Passenger only. 




Aug. 1, 1910 


9.00 










All road engineers. 




Oct. 1, 1910 


. . 




28.00 


23.00 15.03 




Freight only. 




Dec. 1, 1911 




37.98 








All but passenger. 


Cincinnati, Hamilton & Dayton 


A 














Apr. 1, 1910 


5.00 






17.00 12.00 








May 1, 1910 


. . 


2.50 












Nov. 1, 1910 


6.00 














Apr. 1, 1911 

May 1, 1911 


4.80 














4.80 






Cincinnati Northern 


Apr. 15, 1910 

May 1, 1910 

June 1, 1910 

July 1, 1910 


8.00 


9.0(^ 


J 

16.00 


16.00 
16.00 







Railroad 



Date 



Kanawha & Michigan 



Lake Erie & Western 



Apr. 1, 1910. 
May 16, 1910. 
July 1, 1910. 
Jan. 1, 1911. 
Apr. 1, 1911. 



Lake Shore & Michigan Southern 

Feb. 2, 1910) 
Feb. 10, 1910 i 
Apr. 1, 1910.'. 
May 1, 1910. . 
June 1, 1910.. 



l^ehigh & Hudson River 

Jan. 1, 1911. 
Nov. 1, 1911. 



Long Island 



June 23, 1910. 

June 23, 1910. 

Oct. 1, 1910. 

Oct. 1, 1910. 



Maine Central 



June 1, 1910. 
July 1, 1910. 



I Michigan Central 



Feb. 1, 1910. 
Feb. 10, 1910. 
Apr. 1, 1910. 
May 1, 1910. 
Sept. 1, 1910. 



New York Central 



Apr. 1, 1910. 
May 1, 1910. 



New York, Chicago & St. Louis 

Apr. 1, 1910. 

May 1, 1910. 

June 1, 1910. 



New York, New Haveh & Hartford 

Apr. 2, 1910) 
May 7, 1910 f 
May 14, iolO.. 
June 11, J910.. 



Engineers Ft: 
Per Cent. Pe; 



New York, Ontario & Western 

June 16, 1910 i 

July 1, 1911 [ 

Sept. 1, 1910.. 

Nov. 1, 1910.. 



8.40 



8.60 



2.82 
6.30 



34.10 
17.00 



19.00 



5.97 



13.13 



8.90 



9.92 



10.10 



14.75 



New York, Philadelphia & Norfolk 



APPENDIX 



T£ AND PER CENT OF GENERAL WAGE INCREASES, 1910 AND 1911 



Conductors Conductors 

ind Trainmen Trainmen 

Per Cent. and Yardmen 

Per Cent 



Remarks 



Road service. 
Yard service. 



2 



3 



6 



Other information not reported. 



22.00 



Information not reported. 



Passenger only. 
All road engineers. 
Freight only. 
All but passenger. 



12.00 



7.00 



2.82 
6.30 



3.40 
1.60 



13.38 



4.80 
5.40 

9.30 
8.80 



24.00 



3.70 
1.00 



14.11 



4.80 
5.60 

20.10 
14.10 



26.00 



9.12 



Engineers Firemen Conductors Trainmen Yardmen Conductors Conductors 

Railroad Date Per Cent. Per Cent. Per Cent. Per Cent. Per Cent, and Trainmen ^^^^''^^J^^gji 

Per Cent. 

Kanawha & Michigan 

Lake Erie & Western 

Apr. 1,1910 13.90 14.30 30.00 

May 16, 1910 8.40 

July 1, 1910 11.60 

Jan. 1, 1911 

Apr. 1, 1911 

Lake Shore & Michigan Southern 

Feb. 2, 1910 ) 

Feb. 10, 1910 ( 

Apr. 1, 1910.' 

May 1, 1910 

June 1, 1910 8.60 

Lehigh & Hudson Eiver 

Jan. 1, 1911 2.82 

Nov. 1, 1911 6.30 

Long Island 

June 23, 1910 

June 23, 1910 8.80 14.10 21.40 

Oct. 1, 1910 34.10 

Oct. 1, 1910 17.00 23.50 

Maine Central 

June 1, 1910 

July 1, 1910 19.00 17.00 

I Michigan Central 

Feb. 1, 1910 5.97 

Feb. 10, 1910 8.08 

Apr. 1,1910 14.24 13.48 13.02 

May 1, 1910 16.93 

S ept. 1, 1910 13.13 

New York Central 

Apr. 1, 1910 

May 1, 1910 8.90 9.80 

New York, Chicago & St. Louis 

Apr. 1, 1910 

May 1, 1910 8.41 

June 1 , 1910 9.92 

New York, New Haveh & Hartford 

Api-. 2, 1910 ) 15.00 

May 7, 1910 \. 

May 14, 1910 10.10 

June 11, 1910 11.60 

New York, Ontario & Western 

June IG, 1910 i 

July 1, 1911 } 8.50 

Sept. 1, 1910 14.75 

^ov- h ^m. 11-1^ 

New York, Pliiladelphia & Norfislk 



Remarks 



14.10 



5.38 



12.90 



6.09 



7.76 



9.70 



19.00 



Information not furnished. 



j Represents total of increases 
( effective on dates shown. 



Electric service. 
Electric service. 



Include yard service. 



I Represents total of increases 
I effective on dates shown. 



( Represents total of increases 
1 effective on dat^s shown. 



26.00 



37.98 



May 1, 1910 8.20 

Aug. 1, 1911 . ■ 5.00 6.80 

Chicago, Indiana & Southern 

Sept. 1, 1910 8.30 6.30 

Chicago, Indianapolis & Louisville 

Chicago, Terre Haute & Southeastern 

June 14, 1910 

Aug. 1, 1910 9.00 

Oct. 1, 1910 

Dec. 1, 191 1 

Cincinnati, Hamilton & Dayton 

Apr. 1, 1910 5.00 

May 1, 1910 2.50 

Nov. 1, 1910 6.00 

Apr. 1, 1911 4.80 

May 1, 1911 4.80 

Cincinnati Northern 

Apr. 15, 1910 8.00 

May 1, 1910 9.00 

June 1, 1910 

July 1, 1910 

Cleveland, Cincinnati, Chicago & St. Louis 

Apr. 1, 1910) 

Jan. 1, 191li 

Apr. 15, 1910 11.00 

June 1, 1910 5.30 

Delaware & Hudson 

Apr. 1, 1910 8.35 

Delaware, Lackawanna & Western 

Apr. 1, 1910 

May 1, 1910 i 12.90 

July 1, 1910 12.70 

Detroit, Toledo & Ironton \ 

June 1, 1910 

Oct. 1, 1910 

Dec. 1, 1910 3.33 

Dec. 1, 1910 4.54 

Dec. 1, 1910 15.15 

Mar. 1, 1911 

'y Sept. 1, 1911 

. , Sept. 1, 1911 

Sept. 1, 1911 

Erie and New Jersey & New York 

Apr. 15, 1910 5.86 10.89 

June 1, 1910 

June 1, 1910) 

Sept. 1, 1910 \ 

Dec. 1, 1910 5.65 

July 1, 1911 

July 1, 1911 ) 

Sept. 1, 1911 ) 

Grand Rapids & Indiana 

Apr. 1, 1910 6.00 6.00 

^July 1, 1911 6.70 10.80 

Hocking Valley 

Aug. 1,1910 20.07 20.07 



28.00 23.00 



15.03 



17.00 



12.00 



16.00 



16.00 



16.00 



12.30 



17.10 



9.10 



17.60 



14.90 



14.20 



20.00 



22.72 



6.06 






4.54 


13.13 


15.00 


13.80 


12.39 

4.77 


19.57 
4.77 




2.85 


2.85 




6.56 


6.56 



Information not reported. 



Passenger only. 
All road engineers. 
Freight only. 
All but passenger. 



\ Represents total of increases 
( effective on dates shown. 



Other information not reported. 



Passenger. 

Passenger. 

Passenger. 

Freight. 

Yardmen. 

Passenger. 

Passenger. 

Freight. 

Yardmen. 



14.18 



2.87 



8.41 



4.85 



Represents total of increases 
effective on dates shown. 



Represents total of increases 
effective on dates shown. 



em 

§.50 



21.66 



27.71 



Apr. 1, 1910.. 
May 1, 1910.. 
Sept. 1, 1910.. 

New York Central 

Apr. 1, 1910.. 
May 1, 1910.. 

New York, Chicago & St. Louis 

Apr. 1, 1910.. 

May 1, 1910.. 

June 1, 1910.. 

New York, New Haveh & Hartford 
' : Apr. 2, 1910) 

May 7, 1910 } 

May 14, 1910.. 

June 11, 1910.. 

. ' — ' — — i 

New York, Ontario & Western I 

June 16, 1910 i 
July 1, 1911 f 
Sept. 1, 1910. . 
Nov. 1, 1910 . . 

New York, Philadelphia & Norfolk 

Apr. 1, 1910.. 
Aug. 1, 1910.. 
June 1, 1911.. 

New York, Susquehanna & Western 

June 15, 1910. . 
July 1, 1910.. 

Pennsylvania— East 

Apr. 1, 1910.. 
June 1, 1910.. 

Pennsylvania — West 

Apr. 1, 1910\ 

June 1, 1910 j 

Sept. 1, 1910) 10.67 

Philadelphia & Reading 

June 1, 1910 

Rutland 

Apr. 17, 1910 

June 1, 1910 

Jan. 1, 1911 

ral 

Western Maryland 

Mar. 1, 1910. 

Apr: 1, 1910. 

June 1, 1910. 

Wheeling & Lake Erie 

June 1, 1910. 

Aug. 1, 1910. 

Sept. 1, 1910. 

Zanesville & Western 



Toledo & Ohio Central 








■ , , , ' 


May 


1, 1910 


. . 


s. . - 


July 


1, 1910 


16.13 


Vandalia 










Apr. 


1, 1910 


7.66 




July 


1, 1910 


6.95 



12.00 



8.41 



4.85 



27.71 



Information not reported. 



Passenger only. 
All road engineers. 
Freight only. 
All but passenger. 



\ Represents total of increases 
( effective on dates shown. 



Other information not reported. 



Passenger. 

Passenger. 

Passenger. 

Freight. 

Yardmen. 

Passenger. 

Passenger. 

Freight. 

Yardmen. 



( Represents total of increases 
/ effective on dates shown. 



( Represents total of increases 
I effective on dates shown. 



6.00 
6.50 



May 1, 1910 16.93 

Sept. 1, 1910 13.13 

New Y'ork Central 

Apr. 1, 1910 

May 1, 1910 8.90 9.80 

New York, Chicago & St. Louis 

Apr. 1, 1910 

May 1, 1910 8.41 

June 1, 1910 9.92 

New York, New Haveh & Hartford 

Apr. 2, 1910) 

May 7, 1910 [ 

May 14, 1910 10.10 

June 11, 1910 11.60 

New York, Ontario & Western 

June IG, 1910 

July 1, 1911 

Sept. 1, 1910. 14.75 

Nov. 1, 1910 11.14 

New York, Philadelphia & Norfolk 

Apr. 1, 1910 16.00 17.00 

Aug. 1, 1910 

Ju ne 1, 1911 1.30 1.50 

New York, Susquehanna & Western 

June 15, 1910 

July 1, 19 10 6.66 8.69 

Pennsylvania — East 

Apr. 1, 1910 6.00 6.00 

June 1, 1910 7.40 9.60 

Pennsylvania — West 

Apr. 1, 1910\ 

June 1, 1910 j 

Sept. 1, 1910) in.67 14.73 

Philadelphia & Reading 

June 1, 1910 38.41 

Rutland 

Apr. 17, 1910 13.52 

June 1, 1910 

Jan. 1, 1911 14.69 

Toledo & Ohio Central 

May 1, 1910 

J uly 1, 1910 16.13 18.07 

Vandalia 

Apr. 1, 1910 7.66 9.49 

July 1 , 1910 6.92 8.83 

Western Maryland 

Mar. 1, 1910 13.60 

Apr: 1, 1910 26.60 

Ju ne 1, 1910 

Wheeling & Lake Erie 

June 1, 1910 

Aug. 1, 1910 10.43 

Sept. 1, 1910 12.50 

Zanesville & Western 

July 1, 1910 8.13 7.51 



14.10 



12.90 



5.38 



8.50 



10.29 



8.75 



9.26 

5.68 



6.09 



7.76 



9.70 



19.00 



10.13 



8.40 
6.90 



11.76 



13.90 



24.80 
9.70 



Include yard service. 



14.84 



11.14 



9.50 
7.37 



8.72 
7.81 



15.00 



16.00 



30.00 



I Represents total of increases 
15.00 ] effective on dates shown. 



17.20 

.80 



9.78 



6.00 
4.40 



20.10 

5.85 



6.68 



6.37 



10.86 



8.72 



11.10 



8.87 




( Represents total of increases 
I effective on dates shown. 



[Represents total of 
increases effective on 
dates shown. 



Other infoiTuation not reported. 



APPENDIX B 

Averagre MontUy Earning-s and Averag*® Daily Hours Made 
(Higrliest Men in One Group of Five Runs) 

JANUARY--jrUNE, 1918 



E 



ASTEEN TEREITORY 



Passenger Conductors 

Conductors in Through Freight Service . . 
Conductors in Local Freight Service. . . . 

Conductors in Mine Service 

Conductors in Work and Wreck Service. . 

Conductors in Yard Service 

Baggagemen in Passenger Service 

Flagmen in Passenger Service 

Flagmen in Through Freight Service. . . . 

Flagmen in Local Freight Service 

Flagmen in Mine Service 

Flagmen in Work and Wreck Service. . . . 

Brakemen in Passenger Service 

Brakemen in Through Freight Service. . . 

Brakemen in Local Freight Service 

Brakemen in Mine Service 

Brakemen in Yard Service 

Brakemen in Work and Wreck Service. . 



Lackawanna 


MlCHIOAM 


Central 


Vandalia 


Monthly 
Barnlnss 


Dally 
Hours 


Monthly 
Earnings 


Dally 
Hours 


Monthly 
Earnings 


Daily 
Hours 


1163.08 


7.79 


$153.73 


8.07 


$177.85 


6.34 


129.18 


10.56 


144.53 


10.29 


140.71 


10.55 


115.52 


11.40 


113.15 


12.17 


112.69 


12.44 


111.86 


11.50 




• • > 






106.25 


12.28 




... 




... 


111.90 


10.67 


al26.06 


12.23 


all3.47 


11.38 


98.62 


7.69 


88.93 


8.07 


105.72 


6.32 


97.11 


7.55 


87.52 


8.07 


102.42 


6.30 


89.16 


7.05 


98.56 


10.44 


94.90 


11.16 


80.73 


11.62 


b 85.75 


12.43 


76.52 


11.36 


79.81 


11.42 




■ . . 






70.28 


12.20 




• . . 






91.48 


7.75 


86.05 


8.07 


102.42 


6.30 


80.83 


11.08 


94.04 


10.02 


94.90 


1L16 


77.05 


11.00 


85.75 


12.43 


76.52 


11.36 


70.81 


11.30 




. . . 






120.98 


11.72 


fl.115.91 


12.24 


al02.39 


10.87 


74.28 


11.80 





















WESTERN TERRITORY 






NORTH WBSTHEN 


St. 


Paul 


Atchison 


Illinois 


Central 


St. Louis Southwestern 


c Missouri, Kansas & Texas 


Monthly 
Earnings 


Dally 
Hours 


Monthly 
Earnings 


Daily 
Hours 


Monthly 
Earnings 


Daily 
Hours 


Monthly 
Earnings 


Daily 
Hours 


Earnings 
Monthly 


Hours 
Daily 


Monthly 
Earnings 


Daily 
Hours 


$158.84 


6.50 


$162.99 


4.86 


$177.66 


5.31 


$160.56 


7.00 


$166.11 


7.22 


$165.00 


7.00 


121.74 


8.15 


118.57 


9.28 


143.13 


7.39 


152.44 


10.56 


142.76 


8.20 


124.81 


8.00 


142.33 


11.87 


129.09 


9.52 


149.18 


10.08 


135.09 


10.73 


174.14 


12.80 


139.65 
125.25 


11.00 
9.00 


177.33 


11.85 




* . . 


127.31 


9.45 




• ■ ■ 


149.60 


13.16 




... 


134.70 


11.46 


145.94 


12.04 


118.73 


9.88 


140.74 


11.98 


124.20 


10.82 


113.12 


10.50 


88.33 


6.50 


111.50 


6.84 




• . . 


92.86 


7.00 




• . * 


110.00 


8.00 


79.75 


6.50 


79.95 


5.54 


b 83.78 


5.29 


b 79.36 


7.00 


b 81.81 


7.22 


b 81.05 


7.00 


80.65 


8.15 


79.01 


9.34 


6 91.03 


8.15 


b 87.36 


10.70 


6 95.20 


8.20 


6 87.69 


8.00 


100.56 


11.87 


95.07 


9.87 


b 96.31 


9.80 


b 96.56 


10.70 


6120.17 


12.80 


b 93.10 
ft 83.50 


11.00 
9.00 


122.12 


11.85 




. . . 


b 79.69 


9.30 




... 


b 99.65 


13.16 


b 


10.00 


79.75 


6.50 


79.95 


5.64 


83.78 


5.29 


79.36 


7.00 


81.81 


7.22 


81.05 


7.00 


80.65 


8.15 


79.01 


9.34 


91.03 


8.15 


87.36 


10.70 


95.20 


8.20 


87.69 


8.00 


100.56 


11.87 


95.07 


9.87 


96.31 


9.80 


96.56 


10.70 


120.17 


12.80 


93.10 
83.50 


11.00 
9.00 


124.27 


11.46 


130.83 


10.86 


108.83 


9.86 


128.95 


11.63 


114.90 


10.82 




10.00 


122.12 


11.85 






79.69 


9.30 






99.65 


13.16 




12.00 



a Western Territory, b Brakemen. c Sept., 1912, only, d April, 1913, only. 
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WESTERN TERRITORY 


















SOUTHERN 


TERRITORY 










Atchison 


Illinois 


Central 


St. Louis Southwestern 


c Missouri^ Kansas & Texas d Burlington 


Norfolk & 


Western 


Atlantic Coast Line 


Atlanta & West Point 


Central of 


Georgia R. P. & p. and W. S. 


Chesapeake 


& Ohio 


ithly 

nings 


Daily 
Hours 

5.31 


Monthly 
Earnings 

1160.56 


Daily 
Hours 

7.00 


Earnings 
Monthly 

1166.11 


Hours 
Daily 

7.22 


Monthly 
Earnings 

1165.00 


Daily 
Hours 

7.00 


Monthly 
Earnings 

1165.00 


Daily 
Hours 

6.03 


Monthly 
Earnings 


Daily 
Hours 


Monthly 
Earnings 


Daily 
Hours 


Monthly 
Earnings 


Daily 
Hours 


Monthly 
Earnings 


Daily 
Hours 


Monthly 
Earnings 

1180.64 


Daily 
Hours 

6.64 


Monthly 
Earnings 

1174.35 


Daily 
Hours 


.66 


1189.07 


7.20 


1173.64 


6.68 


1171.94 


6.25 


1172.14 


6.70 


6.89 


.13 


7.39 


152.44 


10.56 


142.76 


8.20 


124.81 


8.00 


151.30 


9.71 


170.55 


10.40 


167.00 


7.66 


119.66 


11.50 


120.10 


9.24 


172.40 


10.44 


146.52 


7.58 


.18 


10.08 


135.09 


10.73 


174.14 


12.80 


139.65 
125.25 


11.00 
9.00 


133.43 


12.38 


169.01 
151.07 


13.00 
12.60 


126.77 
130.87 


12.57 
11.71 


143.94 


12.00 


117.30 


11.80 


137.75 


12.56 


152.64 
119.77 


11.10 
10.47 


.31 


9.45 




. . . 


149.60 


13.16 






141.88 


12.96 


144.35 


12.00 


128.87 


11.30 




11.00 




13.03 


143.84 


11.03 


113.01 


9.45 


.73 


9.88 


140.74 


11.98 


124.20 


10.82 


113.12 


10.50 


134.27 


12.68 


124.33 


10.86 


119.04 


10.87 






111.47 


10.48 


134.30 


12.17 


119.91 


11.43 


, , 


. . , 


92.86 


7.00 




. . . 


110.00 


8.00 


88.55 


6.03 






98.32 


6.60 


88.09 


6.25 


86.58 


7.12 


105.65 


6.61 


97.08 


7.08 


.78 


5.29 


b 79.36 


7.00 


b 81.81 


7.22 


6 81.05 


7.00 


74.80 


6.03 


6105.87 


7.00 


91.19 


6.64 


71.08 


6.25 


98.12 


0.68 


101.27 


6.54 


102.85 


6.66 


.03 


8.15 


b 87.36 


10.70 


6 95.20 


8.20 


b 87.69 


8.00 


6102.97 


9.63 


6113.52 


10.40 


111.32 


7.74 


6 74.38 


11.50 


75.31 


9.44 


117.72 


10.47 


100.43 


7.44 


.31 


9.80 


6 96.56 


10.70 


6120.17 


12.80 


6 93.10 
6 83.50 


11.00 
9.00 


6 88.85 


12.38 


6113.06 
6101.20 


12.80 
12.40 


100.32 

88.05 


12.57 
11.41 


6 86.98 


12.00 


77.72 


11.50 


97.41 


12.56 


117.11 
113.59 


14.41 
11.05 


69 


9.30 




. . . 


6 99.65 


13.16 


6 


10.00 


6 94.38 


12.67 


b 95.70 


12.00 


85.15 


11.33 


6 


11.00 




12.66 


96.26 


10.96 


85.86 


8.83 


78 


5.29 


79.36 


7.00 


81.81 


7.22 


81.05 


7.00 


68.75 


6.03 


105.87 


7.00 


Colored 


Colored 




. . . 


48.25 


6.70 






107.10 


6.66 


03 


8.15 


87.36 


10.70 


95.20 


8.20 


87.69 


8.00 


102.97 


9.63 


113.52 


10.40 


111.32 


7.74 


74.38 


11.50 


49.75 


9.50 


114.84 


10.25 


100.02 


7.44 


31 


9.80 


96.56 


10.70 


120.17 


12.80 


93.10 
83.50 


11.00 
9.00 


88.85 


12.38 


113.06 
101.20 


12.80 
12.40 


Colored 
Colored 


Colored 
Colored 


86.98 


12.00 


51.39 


11.74 


97.41 


12.50 


117.11 
113.59 


14.41 
11.05 


83 


9.86 


128.95 


11.63 


114.90 


10.82 




10.00 


132.97 


12.60 


116.52 


10.84 


103.51 


10.56 




. . . 


108.72 


10.58 


123.67 


11.98 


114.02 


11.60 


69 


9.30 






99.65 


13.16 




12.00 


94.38 


12.67 


95.70 


12.00 


Colored 


Colored 




11.00 




12.97 


80.75 


10.40 


85.80 


8.83 



